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Some Peculiar Locomotives. 
A great deal of interest seems to be manifested at the 


present time in the construction of locomotives to run at | from the engraving, it had a single pair of driving-wheels, | 


high speeds. Doubtless this may be regarded partly as the 
cause and partly as the consequence of the construction of 
the engine—illustrated in the Railroad Gazette of May 7 
and June 11 last. 

at the Baldwin Locomotive Works. The demand for en- 


gines to run at high speeds led to the construction of this | 
machine, and the illustrations and description of it and its | 


performance still further attracted public attention to the 
subject. It is probable therefore that the following de- 
scription and illustrations of engines which have heretofore 
beep built for a somewhat similar purpose, and of others 


rest.” If any one is aware of the existence of a drawing or 
other representation of this engine, we would like very much 
to have a copy or the use of the original for a sufficient time 
to make a tracing. : 
LOCOMOTIVE ‘‘CARROLL OF CARRGLLTON,” 
| Figs. 1 and 2 represent a locomotive with this name, which 
| was built by Ross Winans, of Baltimore, about the same 
| time as the one for the Western Railroad. It was patented 
| Dec. 2, 1851. Its driving-wheels were 7 ft. in diameter, but 
| we have no record of its other dimensions. As will be seen 


| the tires of which were flat, or without flanges, and a truck 
at each end. Over each driving-wheel were two cylinders, 
| # and W, the piston-rods of which were connected with the 
| driving-axle boxes, so that more or less weight could be 
| thrown on the wheels at pleasure, The engravings are cop- 
ied from the patent specifications. 

This engine was sent to the Boston & Worcester Railroad, 
| and in the Railroad Gazette recently a letter from Mr. J. A. 


Jackman, who ran the engine, was published, giving an ac- | 


| count of its performance. It was sent back to the builder 
about the vear 1855, and was for a long time stored in bis 


the other supporting the upper wheels, and in the ratio of the 
circumference of the upper ones and the smaller tread of the 
lower ones, the speed of the latter is increased. For instance, 
the upper and lower wheels being 6 ft. in diameter, and the 
smaller tread of the latter being 4 ft., the speed of the latter 
will be one-third faster than the former, less the slippage. It 
is simply the principle of gearing up for speed, employing 
friction for gears. 

“To prevent slippage, an air-pump is employed which is 
operated from the cab, and which acts on a system of levers, 
by means of which the frictional contact between the upper 
and lower drivers is increased or diminished, as occasion 
|may require, without disturbing the bearing of the lower 
| wheels on the rails, and the engine is provided with an 
equalizing truck, to always preserve the bearing on the 
| rail.” 
| This engine will be completed in a week or two, and as it 
will then be tested practically, an opinion of its merits may 
as well be reserved until after it has been tried. 

SHAW’S LOCOMOTIVE. 

The Hinkley Locomotive Company of Boston has recently 

, commenced the construction of another unusual form of lo- 





which are now in process of construction, will be interesting | shop in Baltimore. We do not know its ultimate fate, but comotive, which is also intended for high-speed service. The 


to our readers, 
LOCOMOTIVE FOR WESTERN RAILROAD, 
** About the year 1851 or 1852 there was built at the 
hops of the Western (now the Boston & Albany) Railroad 





it probably went to that bourne from which no locomotive 
| ever returns—the scrap heap. 

FONTAINE’S LOCOMOTIVE. 

| Within the past month or two descriptions of various de- 











was recently obtained in Boston: 








| principal feature which is novel is the use of two cylinders 
| on each side of the engine. The latter is of their ordimary 
| pattern of American engine, with four driving-wheels and 
‘truck, and of about 82 tons weight. The cylinders are 
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SOME PECULIAR LOCOMOTIVES. 


at Springfield an engine of which the following description | grees of accuracy and lucidity have appeared in the non- | placed in their usual position, the two being side by side. 


| techuical as well as in technical papers of an unusual form 


| Two of them are connected to the ordinary crank pins out- 


“The engine had only one pair of driving-wheels, 6 ft. 9 | of locomotive, which is now in process of construction at the side the wheels. To these crank-pins cranks are attached 


in. indiameter. Behind them wasa pair of relief or pony Grant Locomotive Works, in Paterson. This engine was de- | with pins directly opposite the first ones, 


wheels, 4 ft. Gin. in diameter. The truck in front had a 
bearing on each side of the wheels, which much lessened the 
strain on the axle, and in case of the breaking of a shaft it 
would be much less liable to get out of place or throw the 
engine from the track. 

‘** The boiler was 50 in. diameter, containing 196 tubes 12 ft. 
4 in. lorgand 1% in. diameter. The grate was 44} x 36 in. 
and the fire-box 54 in. deep. There were 1,104 square feet 
of heating surface in the tubes and 68 square feet in the fire- 
box. The grate surface was 11! square feet. 


sigued by Mr. Eugene Fontaine, of Detroit, the inventor of 
the smoke-stack which bears his name, and is illustrated by 
fig. 8, which is also a copy of the drawing attached to his 
patent specification. 

His own description of this engine will perhaps give a clear- 
er idea of its coustruction aud purpose than anything else. 
It is as follows ; 

** The question of faster speed in railroad travel is one that 
is just now attracting attention on the part of the public, 


| who demand, and of tie railroads who are anxiows to meet, 
| 


‘From the centre of the shaft of the wheels to the centre | the demand. 
of the truck pin was 17 ft. Gin. From the centre of the re- | “Tt is well known that to increase speed in locomotives, as 


lief to the centre of the driving wheels (ona horizontal line) 
was 5ft.9in. The top of the boiler was 8 ft. above the 
rajl. There was an arrangement by which in case of a heavy 


now used, beyoud a certain rate, can ouly be done by an 
increase in steam pressure, Which cau ouly be obtained by 
| an increased expeuditure of tuel, and such expense increases 


train or bad state of the rails the weight could be largely in- in a tenfold ratio to the increased rate of speed attained, to 


creased on the driving-wheels, either when running or while | say nothing about the additional strain upon the boiler. 


at rest, 


* The wain driving-w ueels are secured to an elevated axle, 


“The engine was outside connected with cylinders 15)¢ | above the boiler, aud ruvning in boxes supported by a suit- 


in. diameter by 26 in. stroke. The steam ports are 10 in, | 


long by 1,5, in. wide. The throw of the valve was 4} in. 
The lap of valve was %& in. on each side and lead }4 in. 
The ends of the blast pipes were 3% in. in diameter.” 


We have no information who designed this engine, but it 
must have been built during the administration of Mr. Wilson 
Eddy, the veteran Master Mechanic of that line, who doubt- 
less could give much very interesting information about it 
and its history and performance, which, it isto be hoped, he 
will do. It would be especially desirable to know something 
more definite about the mechanism employed to change the 
weight on the driving-wheels, which, it is stated, could be 
done while the engine “ was running or while it was at 


ably braced frame, the cylinder and slides being set obliquely 
and in diagonal line to the axis of the driving-axle. These 
driving-wheels are of the usual construction, bat, of course, 
do not touch the rails. Resting upon the rails are other 
driving-wheels of the same size as the upper ones, with which 


same motion is transmitted to the lower ones by friction; 
sets of wheels would be uniform, if there was no slippage, 


construction. The lower wheels are therefore constructed 
with two treads, the periphery resting upon the rails, and 





there is a frictional contact. Now, there being no resistance, , 
and motion being communicated to the upper wheels, the | 


hence, under these circumstances the velocity of the two) 


and there wou!d be detriment instead of advantage in the | 


Outside frames 

|and bearings are provided, in which shafts or journals at- 

| tached to the cranks referred to work, and the latter are in 
a measure supported by these bearings. The two pairs of 
wheels are coupled in the usual way. 

The theory on which this engine is constructed, is that the 
obstacle in the way of attaining high speeds is the move- 
meut of the reciprocating parts of the engines, and the dif- 
ficulty, if not impossibility, of counterbalancing these per- 
fectly. To overcome this difficulty, two pairs of cylinders, 
pistons, rods, etc., of exactly the same size and weight, are 
used and connected to opposite cranks, so that the one set 
will exactly counterbalance the other. 

CONCORD ENGINE. 

Descriptions have also been published of what appears to 

be a remarkable locomotive which is in process of construc- 
| tion in Concord, N. H. The descriptions, though. are very 
scarce, and we have not been able to get one which is intel- 
ligible. 
| It will be seen, though, that there is considerable inventive 
activity in the direction of improvement of the locomotive, 
| although it must be admitted that it does not seem as though 
j any of the efforts decribed will effect any sudden or com- 
plete revolution in this department of engineering. 





Train Accidents in August. 


The following accidents are included in our record for the 
| month of August: 
REAR COLLISIONS. 

Very early on the morning of the 4tha freight train on 
the New York Central & Hudson River road ran into the 
rear of a preceding freight which had stopped for water at 
|} Palmyra, N. Y. Tie engine and several cars were wrecked, 
| blocking the road some hours. c 
| On the afternoon of the 4th a passenger train on the Wa 





| 
\ 
| 
i 
| 
1 
| 





802 


THE RAILROAD GAZETTE. 





[SEPTEMBER 24, 1880 








bash, St. Louis & Pacific road ran over a misplaced switch 

and into a freight train standing on a :iding at Defiance, O. 

Several cars were damaged, a conductor and a brakeman 
urt, 

On the 5th a passenger train on the West Chester & 
Philadelphia road ran into the rear of a freight neur 
Kellyville, Pa,, damaging the engine and four freight curs. 

On the afternoon of the 5th a freight train on the New 
London Northern road ran into the rear of a nger train 
which bad stopped at Thames Grove,Conn. The rear car was 
broken in and the boiler of the freight engine was dameged, 
so that the steam escaped into the wrecked car, scalding a 
number of people, Ten persons were hurt, three of them 
seriously. 

The engineer of the passenger train had put on steam, 
hoping to escape a collision. The shock broke the couplin 
and threw him and the fireman off, and the engine sta 
off down the road by itself. It ran to Norwich and there 
struck a freight train, wrecking the caboose. 

On the evenirg of the 5th a reight train on the Pennsyl- 
vania Railroad ran in the rear cf a preceding freight, which 
had stopped at Carney, Pa., wrecking an engine and three 


cars. 

On the afternoon of the 7th a wild engine on the Lehigh 
Vailey road ran into the rear of a repair train, which 
had stopped at New Market, N. J., for orders. The engine 
and a car were badly broken. 

On the 10th a freight train on the Southern Pacific Road 
ran invo another freight which was standing on the track at 
Cucamonga, Cal., wrecking an engine and 18 cars, and 
nearly destroying the water tank at the station. 

On the afternoon of the LOth a passenger train on the 
Western & Atila: tic road ran over an open switch and into 
some freight cars standing on ‘a siding at Allatoona, Ga. 
wrecking a flat car and damaging the engine. A signal hac 
been sent out for the passenger train, but too late to stop it 
in time. 

Neur midnight on the 10th a passenger train on the 
Wabash, St. Lows & Pacific r ran over a misplaced 
switch and into two locomotives standing on a siding at 
Moberly, Mo. The engines were badly dameged. 

On the morning of tbe 11th a special inspection train on 
the Central Railroad of New Jersey, with the Assistant Gen- 
eral Superintendent and other officers on board, ran into the 
rear of a coal train at Bloomsbury, N. J., wrecking the 
caboose, 

On the evening of the 11th the second section of a crowded 
excursion train on the West Jersey & Atlantic road ran 
into the rear of the first section, which was slowly pulling 
into a siding at May’s Landing, N. J., where an express 
train was to be met. The engine of the second section went 
completely through the rear car of the first, —— it 
badly, scattering the passengers in every direction. ‘The 
cylinder heads were broken, and the car was filled with 
steam, scalding many of the unfortunate oon ers, Nearly 
every person in the crowded car was killed or injured, and 
several in other cars were burt oe vey | by jumping from the 
train. Part of the train was on the bridge over Great Egg 
Harbor River at the timé, and it is possible that one or two 
may have been drowned in the river and swept away by the 
current. The number reported killed at once or since d altrom 
tne injuries is 28, and 47 others were more or less hurt, mak- 
ing 75 casuatties reported in all, Several coroner’s inquests 
were held, and it appeared from the testimony that the engi- 
neer of the second section had never before used the West- 
inghouse automatic brake, with which the train was pro- 
vided, and did not understand its working. Tne track was 
also wet and slippery, but it appears possible that the train 
might have been stopped in time to prevent any serious ac- 
cident if the brakes had been properly applied. 

On the morning of the 12th, as a freight train on the New 
Haven & Northampton road was switching at Northampton, 
Mass., it backed over a misplaced switch and into some 
freight cars standing on a siding. The caboose was wrecked 
and a brakeman hurt. 

On the afternoon of the 12th an express train on the Pitts- 
burgh, Ft. Wayne & Chicago road ran over a misplaced 
switch in Pittsburgh, Pa., and into a freight train standing 
on a siding. T'wo engines were badly broken, and three cars 
of the express damaged, injuring three trainmen and a pas- 
senger. 

On the night of the 18th, a freight train on the New York 
& New England road ran into the rear of an extra freight 
which had stopped for water, at North Windham, Conn, A 
locomotive and several cars were wrecked pao: | the 
road five hours. The engineer of the rear train was killed, 

On the 14th a freigbt train on the Cleveland & Pittsburgh 
road ran over a misplaced switch in the yard at Wellsville, 
O., and into some freight cars standing on a siding, damag- 
ing the engine and one car and injuring a brakeman. 

On the night of the 14th a freight train on the Pittsburgh, 
Cincinnati & St. Louis ran into the rear of a construction 
train near Steubenville, O., wrecking several cars and injur- 
ing a brakeman badly. 

On the morning ‘of the 15th a freight train on the East 
Tennessee, Virginia & Georgia road ran into a preceding 
freight near Ebenezer, Tenn., damaging the engine and a 
caboose. 

On the morning of the 16th two cars broke loose from a 
pussenger train on the New York & New England road, 
near Andover Conn. The brakeman un the detached cars 

ut on the brakes and then carried back a flag. Meantime, a 

reight train, which had met the passenger train on a siding 
a mile above, came up and ran into the cars, damaging them 
badly and blocking the road several hours. 

On the evening of the 16th a freight train on the Cincin- 
nati, LaFayette & Chicago road ran into a preceding freight 
near LaFayette, Ind., damaging the engine and four cars, 

On the morning of the 17th a freight train on the Long 
Island road was entering the yard at Fatbush avenue, in 
Brooklyn, N. Y., when the brakes failed to hold it, the 
track being very slippery and wet, and it ran into a parlor 
car standing on the track, forcing it up against a bumper at 
the end and crushing in one end of the car. Two freight 
cars were forced upon the tender and badly broken. 

On the afternoon of the 17th a Philadelphia & Erie 

ard engine ran into the rear of a Philadelphia and Reading 

reight train, which was switching in Williamsport, Pa. A 
car was wrecked and thrown over against a small office 
building, breaking it down. 

About noon on the 19tha freight train on the Connecticut 
River road ran overa misplaced switch and into some freight 
cars standing on a siding at Chicopee Junction, Mass. The 
engine and several cars were damaged. * 

Very early on the morning of the 20th a freight train on 
the Baltimore & Ohio road ran into the rear of a preceding 
freight, which had stopped near Piedmont, W. Va., damag- 
ing the engine and ca . 

On the morning of the 20th a freight train on the Cincin- 
nati, Sandusky & Cleveland road ran into the rear of a pre- 
ceeding freight which was going upon a siding at Grant’s, O. 
The engine and 11 cars were y Gaimegne. The engineer 
and fireman were hurt, 

On the 22d a freight train on the Hastings & Dakota Di- 
vision of the Chicago, Milwaukee & St. Paul road ran into 
a preceding freight near Glencoe, Minn., wrecking the ca- 
boose and injuring three men. 

On the morning of the 28d, asa passenger train on the 








Central Railroad of New Jersey was just starting from Long 
Branch, .. J., another passenger train backed out of a sid- 
ing and struck the first train, wrecking a car and injurin 
three sengers. The engineer of the second train claim 
that the switchman had signaled him to come back. 

On the 26th a freight train on the Midland Railroad, of 
New Jersey, ran into a shifting freight at West End, N. J, 
damaging several cars. 

On the atternoon of the 26th a passenger train on the 
Chesapeake & Ohio road ran into the rear of a coal train in 
a tunnel near Fort Spring, W. Va. The engine was 
damaged, several coal cars wrecked, the freight conductor 
killed, the engineer badly, three train-men and three 

ngers slightly hurt. 

Early on the morning of the 27th a freight train on the 
East Tennessee, Virginia & Georgia road, ran into the rear 
of a preceding freight, which fad stopped to take water 
at Mountain Tank, Tenn. Some damage was done and the 
fireman was thrown from the tender by the shock and 
crushed to death under a car. 

On the night of the 30th a passenger train on the Troy & 
Boston read ran into somecars which had broken loose from 
a freight train near Hoosic Falls, N. Y., wrecking several 
of them. The passenger engine was thrown over and badly 
dameged. The men on the broken train had sent out a sig- 
nal, but not far enough. 


BUTTING COLLISIONS, 


On the morning of the 7th, on the Chicago, Burlington & 
Quincy road, at Aurora, Ill., there was a butting collision 
between two freight trains, by which both engines and four 
cars were damaged, and a brakeman hurt. The accident 
was caused by the mistake of an operator who held one 
train for a freight to pass, but failed to keep it for a follow- 
ing extra. 

On the 9th there was a butting collision between two yard 
engines at Huntington, W. Va., on the Chesapeake & Ohio 
road. One man was badly and three others slightly hurt. 
There was a heavy fog at the time. 

Un the 9th there was a butting collision between two pas- 
senger trains on the New Yc rk Elevated road near the Fifty- 
ninth street -tation in New York. Both engines were dam- 
aged. The collision was caused by a misplaced switch. 

Very early on the morning of the 10th a freight train on 
the Pittsburgh, Cincinnati & St. Louis road broke in two 
near Crown Point, Ind., and the detached cars ran back 
down grade and into the head of a following freight. The 
caboose was forced up on the second engine, breaking the 
boiler so that the steam rushed out, scalding the conductor, 
brakeman and four drovers, who were in the caboo e, so that 
three of them died soon after. The engineer was also hurt. 

Near midnight on the 10th there was a butting collision 
between two treight trains on the Chicago & Northwestern 
road near Mechanicsville, Ia., by which both engines were 
badly broken. One of the trains was an extra, and it is said 
that the opposing train had not been notified that it was fol- 
lowing the regular train. 

On the morning of the 12th, there was a butting collision 
between two passenger trains on the Pennsylvania Railroad 
in Trenton, N. J., damaging both engines a little. 

On the night of the l<th, an engine on the Louisville, New 
Albany & St. Louis road was sent to help a train which was 
off the track, While running backward near Princeton, 
Ind., it met the train, which had got on the track in the 
meantime, and both engines were badly wrecked; the cars 
of the passenger train were also damaged. ‘The passenger 
train had no headlight, and the engine was running back- 
ward, so that neither could be seen at any distance. Both 
engineers supposed that the road wes clear. The roadmas- 
ter was slightly, and another man badly, burt. 

Early on the morning of the 13th there was a butting col- 
lision between two freight trains on the Albany & Susque- 
hanna road near Cooperstown Junction, N. Both en- 
gines were wrecked, and 25 cars badly broken, being piled 
up together and blocking the road badly. One fireman was 
killed at once and the other fatally hurt. One engineer and 
a brakeman were also hurt. 

On the morning of the 18th, a freight train west-bound on 
the Chicago, St. Paul, Minneapolis & Omaha road, ran into 
another freight which was ba_king up eastward to reach a 
siding at Roberts, Wis. The engine and 23 cars were piled 
up in a bad wreck. 

On the morning of the 20th, in Indianapolis, Ind., some 
cars broke loose from a Pittsburgh, Cincinnati & St. Louis 
freight train and ran back down grade and into the head of 
an Indianapolis & St. Louis yard train, which was following. 
The engine and a car were badly damaged. 

On the morning of the 24th there was a butting collision 
between two passenger trains on the Denver & Rio Grande 
road near Leadville, Col. Both engines were badly broken. 

On the evening of the 28th there wasa butting collision 
between two freight trains on the Cumberland Valley road, 
near Chambersburg, Pa., by which both engines and five 
cars were badly broken. 

On the evening of the 29th, as two switch engines were 
hauling a train ito the Cleveland, Columbus, Cincinnati & 
Indianapolis road-yard at Cleveland, O., the first 
one cut loose, ran ahead and _ then started back 
at bigh speed to cross upon the other track.. The 
The switchman failed to turn the cross-over switch,however, 
and it ran back into the head of the other train, wrecking 
both engines completely, killing one engineer, injuring the 
other engineer and both firemen badly, 

About noon on the 80th there was a butting collision be- 
tween a freight and an excursion train on the Housatonic 
roai near Parlor Rock, Conn. Both engines and several 
freight cars were badly broken, the passerger engineer 
killed and a brakeman hurt. The freight train should have 
waited at the next station. 

On the 81st there was a butting collision onthe Philadel- 
phia & Baltimore Central road near Morgan, Pa., between 
two freight trains. Both engines and several cars were 
damaged. 

DERAILMENTS BROKEN RAIL, 

Very early on the morning of the 12th a freight train on 
the St. Paul & Duluth road was thrown from the track near 
Pine City, Minn., by a broken rail, and nine cars were 
wrecked, killing four boys who were stealing a ride. 

On the morning of the 24th a train on the New York, 
Pennsylvania & Ohio road was thrown from the track near 
Galion, O., by a broken rail. The engine and four cars were 
wrecked. 

On the morning of the 29th two sleeping cars of a passen- 
ger train on the Nashville, Chattanooga & St. Louis road 
were thrown from the track at Sawyer’s Mill, Tenn., by a 
broken rail. Four persons were slightly hurt. The rail was 
an old one: it is said to have been laid by the government 
during the war. 

DERAILMENTS, BROKEN WHEEL. 


On the night of the 2d acar ofa passenger train on the 
iaty Island roed was thrown from the track near Jamaica, 
N. The accident is said to have been caused by a broken 
flange on a wheel. 

About noon on the 18th a passenger train on the Pennsyl- 
vania Railroad was thrown from the trac! near Duncannon, 
Pa., by the breaking of a flange on awheel. Theengine and 





two cars left the rails and were thrown across the opposite 








| track. The engine and the trucks of the cars were badly 


broken. 

About noon on the 23d the locomotive of a passenger 
train on the Boston & Maine road was thrown from the 
track at Wakefield Juncticn, Mass., by the breaking of a 
truck wheel. 

On the 24th the engine of a coal train on the Lehigh Val- 
ley road broke a truck wheel near Yatesville, Pa., and was 
thrown over against the side of a cut, while 10 cars were 
piled up on the tender. The engineer, fireman and a brake- 
man were hurt. 

DERAILMENT, BROKEN AXLE. 

On the morning of the 12th a passenger train on the New 
Jersey & New York road was thrown from the track near 
Spring Valley, N. Y., by the breaking of an axle under the 
tender. The engine and tender broke loose and staid on the 
road-bed, but both cars of the train went over down a high 
bank, lodged against a stone fence and a tree and were 
badly broken up. Three train-men and 14 passengers were 
injured, besides several others slightly bruised. 

DERAILMENTS, BROKEN TRUCK. 

On the evening of the 7th several cars of a freight train 
on the New York & New England road were thrown from 
the track near Putnam, Conn., by the breaking of a truck. 
The cur is said to have been overloaded. 

On the night of the 20th four cars of a freight train on 
the New York, New Haven & Hartford road were thrown 
from the track near Berlin, Conn., by the breaking of a 
truck under a car. said to haye been overloaded. The road 
was blocked four hours, 

DERAILMENT, BROKEN SWITCH-ROD. 

On the 14th the engine and two cars of a freight train on the 
New York, Lake Erie & Western road were thrown from 
the track in Jersey City, N. J., by a broken switch-rod. 

DERAILMENTS, BROKEN BRIDGE. 

On the morning of the 6th an excursion train on the 
Springfield Southern road broke through a bridge over the 
canal at Waverley, O. The engine passed over, but the first 
car went down into the water and was wrecked, killing one 
pane and injuring 16 others. The first car is said to 

ave jumped the track just as it went on the bridge. 

On the afternoon of the 14th a coal train on the Philadel- 
phia & Reading road broke through the bridge over the 
canal in Harrisburg, Pa. The engine passed over, but 20 
cars went down and were wrecked. 

DERAILMENT, SPREADING OF RAILS. 


On the morning of the 8d a freight train on the Tyrone 
Division of the Pennsylvania Railroad was thrown from the 
track near Curtin, Pa., by the spreading of the rails, One 
car went down a bank, bruising 11 passengers slightly. 

DERAILMENTS, WASH-OUT. 

On the 14th a freight train on the Denver & Rio Grande 
road ran into a wash-out near Littleton, Col., the engine and 
three cars going down into the gap in a bad wreck. The en- 
gineer was killed and the fireman hurt. 

Very early on the morning of the 18tha_ pussenger train 
on the East Tennessee, Virginia & Georgia road ran into a 
wash-out at Armstrong Creek, Tenn. The engine and two 
cars jumped the gap and then rolled down a bank; two pas- 
senger cars went down into the gap, leaving two sleeping 
cers on the track. The two cars which went down were 
completely wrecked; a child was killed, seven train-men, 
two postal clerks and 11 passengers hurt. 

On the morning of the 30th a passenger train on the Scioto 
Valley road ran into a wash-out near Lucasville, O., doing 
some damage. 

DERAILMENTS, ACCIDENTAL OBSTRUCTIONS, 

Early on the morning of the 10th several cars of a freight 
train on the New York Central & Hudson River road were 
thrown from the track near Herkimer, N. Y., by 1 brake- 
beam which dropped down on the rails. Three cars were 
wrecked. 

On the afternoon of the 12th a construction train on the 
Lake Erie & Western road was thrown from the track near 
Frank’ ort, Ind., by the falling of a brake-beam upon the 
rails. One laborer was badly and five others less severely 
injured. 

On the morning of the 16th five cars of a freight train 
on the Pittsburgh, Titusville & Buffalo road were thrown 
from the track near Shafer, Pa., by a brake-beam which 
dro ped down on the rails. The cars went down the bank 
and were badly broken. 

On the afternoon of the 24th a freight train on the Cleve- 
land, Tuscarawas Valley & Wheeling road ran over a loaded 
wagon at a road crossing near Tuscarawas, O. The engine 
and six cars were thrown from the track and badly broken. 

DERAILMENTS, CATTLE. 

On the afternoon of the 5th a passenger train on the Hou- 
satonic road struck a bull near Botsford, Conn., and the en- 
gine and baggage car were thrown from the track and badly 
broken. The engineer, fireman and express messenger were 
hurt. 

On the 18th a repair train on the Texas & Pacific road, 
while running backward, struck a bull near Barton, Tex., 
and several cars were thrown from the track. One laborer 
was killed and four hurt. 

Very early on the morning of the 20th a passenger train 
on the Baltimore & Ohio road ran over acow near Pied- 
mont, W. Va., and the engine and two cars were thrown 
from the track. 

On the evening of the 21st a passenger train on the Dela- 
ware & Chesapeake road ran over two horses near Easton, 
Md., and the engine was thrown down a bank. 

On the 25th a construction train on the Gulf, Colorado & 
Santa Fe road ran over asteer near Brenham, Tex., and seve- 
ral cars were thrown from the track, injuring a brakeman. 

DERAILMENTS, MISPLACED SWITCH. 

On the evening of the 2d a passenger train on the Midland 
Railroad, of New Jersey, was thrown from the track near 
Homestead, N. J., by a misplaced switch. All the cars left 
the track, but very little damage was done. 

Early on the morning of the 4th a passenger train on the 
Wabash, St. Louis & Pacific road was thrown from the track 
at Clark, Mo., by a misplaced switch. The engine and two 
cars went into the ditch aud were badly broken, killing the 
fireman, injuring the engineer and another man. 

On the morning of the 9th the engine of a passenger train 
on the Baltimore & Ohio road was thrown from the track 
near Baltimore, Md., by a misplaced switch, delaying the 
train for a time. 

On the 15th the engine of a freight train on the Baltimore 
& Ohio road was thrown from the track by a misplaced 
switch in the Washington yard. The engine upset, injuring 
the engineer. 

On the 18th a freight train on the Columbus & Hocking 
Valley road was thrown from the track in Columbus, O., by 
a misplaced switch. The engine upset and several cars were 
piled up together and badly broken. A brakeman was 
slightly hurt. 

On the 18th a freight train on the —— road was thrown 
from the track in Portland, Me., by a misplaced switch, and 
two cars ren into a small building adjoining the track, 
wrecking it and killing a man who was in it at the time. 

On the morning of the 25th a shifting engine on the 
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Peoria, Decatur & Evansville road, was thrown from the 
track in the yard in Pekin, Ill., by a misplaced switch. 

On the evening of the 26th the engine and one car of a 
passenger train on the St. Paul, Minneapolis & Manitoba 
road was thrown from the track in Minneapolis, Minn., by 
a misplaced switch 


DERAILMENT WITH MALICIOUS INTENT. 


On the +4 of the 18th a freight-train on the Cincinnati, 
Wabash & Michigan road, was thrown from the track near 
Marion, Ind., by a fence-rail, which had been laid across the 
track. The engine upset down a bank, injuring the engineer. 
DERAILMENTS, UNEXPLAINED AND MISCELLANEOUS. 

On the morning of the 3d a car ina freight train on the 
Pittsburgh, Cincinnati & St. Louis road ran off the track 
at the Pittsburgh, Virginia & Charleston junction in Pitts- 
burgh. The car was damaged and the road blocked some 
time. 

On the evening of the 3d an oil car in a freight train on 
the Boston & Albany road ran off the track at Rochdale, 
Mass., and the oil caught fire. The fire spread very fast and 
14 cars were burned up, destroying the track for some dis- 
tance. 

On the 4th several cars of a freight train on the Central 
Pacific road were thrown from the track near Dixon, Cal., 
doing some damage. 

On the afternoon of the 5th, as an engineer on the New 
York Elevated road was making up a train at Fifty-ninth 
street station, New York, he saw a main line train coming 
up just as he was pulling out of a siding. He reversed his 
engine and jumped off, and the engine with one car ran back 
up the siding to the end of it and ran off, falling 30 feet int» 
the street. The engine and car were wrecked. 

On the evening of the 5th twelve cars of a freight train on 
the New York Central & Hudson River road ran off the 
track in East Rochester, N. Y., doing some damage. 

On the evening of the 9th a car in a freight train on the 
Pennsylvani® Railroad ran off the track in Pittsburgh, Pa., 
and was thrown over against an engine on another track, 
damaging it considerably. 

About noon on the 10th a car of a mger train on the 
Boston & Maine road ran off the waa at Wakefield, Mass., 
blocking the road an hour. 

On the 10th a freight train on the Waco Branch of the 
Houston & Texas Central road ran off the track near Waco, 
Tex. Five cars went off and were wrecked, blocking the 
road all night. 

On the night of the 10th the engine and several cars of a 
freight train on the Peoria, Decatur & Evansville road ran 
off the track in Peoria, Ill., and two cars were broken up. 
The engineer and fireman were ——-, hurt. 

On the morning of the 11th eight cars of a freight train 
on the Indianapolis & St. Louis road were thrown from the 
track near Vermillion, Ill., and badly broken. 

On the evening of the 12th a passenger train on the Louis- 
ville, New Albany & St. Louis road ran off the track near 
Mt. Carmel, Ll, and went into the ditch; but little damage 
was done, 

About noon on the 13th five cars of a freight train on the 
Northern Central road ran off the track near Millersburg, 
Pa., and were badly broken. 

On the 13th, a passenger train on the Texas Western road 
ran off the track near Pattison, Tex., and a car upset, fall- 
ing on and killing a passenger who had jumped off. 

On the afternoon of the 13th three men started a freight 
car down a grade of 130 ft. to the mile on the Olean, Brad- 
ford & Warren road at Four Mile, N. Y. After starting it, 
they found that the brake was broken, and they could not 
stop it. The car ran over a mile at a great speed, and then 
jumped the track at a curve on a trestle, falling 30 ft. to the 
ground. It was wrecked and the three men badly hurt. 

On the morning of the 14th the engine of a freight train 
on the Pennsylvania Railroad ran off the track on the Har- 
simus Cove Branch, in Jersey City, N. J. The road is there 
carried on a high trestle, making it a very difficult matter 
to get the engine back on the rails again. 

On the morning of the 14th five cars of a freight train on 
the Boston & Providence road ran off the track at North 
Attleboro, Mass., blocking the road two hours. 

On the evening of the 15th some cars of a passenger train 
on the Pennsylvania Railroad ran off the track near Rah- 
way, N. J., blocking the road two hours, 

On the morning of the 18th a car of a passenger train on 
the Second Avenue Elevated line ran off the track at 126th 
street in New York. One of the trucks ran over the guard 
and fell into the street, but the car did not leave the road. 

On the 18th a coal train on the Albany & Susquehanna 
road ran off the track near Afton, N. Y., and a number of 
coal cars were wrecked. A brakewan was hurt. 

On the 18th a freight train on the Union track in Indian- 
apolis, Ind., was thrown from the track and two cars 
wrecked. 

On the afternoon of the 18th two cars of a freight train 
on the Pittsburg, Ft. Wayne & Chicago road ran off the 
track at French Point, Pa., blocking the road for a time. 

On the morning of the 21st the engine and two cars of a 
freight train on the New York, Lake Erie & Western road 
ran off the track near Wellsville, N. Y., blocking the road 
three hours. 

About noon on the 24th the rear car of a passenger train 
on the Central Railroad of New Jerssy ran off the track on 
the long pile bridge over Newark Bay, near Elizabethport, 
N. J., and ran some distance over the ties, finally swinging 
round upon the opposite track. Some damage was done to 
the bridge. 

On the morning of the 25th two ore cars of a freight train 
on the New York & Greenwood Lake road ran off the track 
near Pompton Junction, N. J. 

On the afternoon of the 25th a — train on the 
Prince Edward Island road ran off the track near Little 
York, P. E. L., and the whole train ran down a bank. The 
engine and cars were much damaged, two persons badly and 
12 slightly hurt. 

On the morning of the 26th some cars of a freight train on 
the Pennsylania Railroad ran off the track near New Bruns- 
wick, N. J., delaying trains some time. 

On the morning of the 28th the engine of a freight train 
on the St. Paul, Minneapolis & Manitoba road ran off the 
track in Minneapolis, Minn., blocking the road some time. 

On the morning of the 28th a freight train on the Indian- 
apolis & St. Louis road ran off the track near Maltoon, L., 
blocking the road three hours. 


BOILER EXPLOSION. 


On the night of the 2d, as a freight train on the Ohio & 
Misslonpyt road was pulling out of Sandoval, IIl., the loco- 
motive burst one or two flues, the steam rushing into the 
fire-box, bursting the door open and scalding the engineer 
and fireman badly. 


OTHER ACCIDENTS, 

On the afternoon of the 9th a yard engine on the Louis- 
ville & Nashville road blew out its cylinder head in Nash- 
ville, Tenn. Two men who were standing by the track were 
badly hurt. 

On the night of the 13th acar of a freight train on the 
St. Paul, Minneapolis & Manitoba road caught fire when 
near St. Anthony Junction, Minn., and was destroyed. 





This is a total of 112 accidents, whereby 49 persons were 
killed and 214 injured. Sixteen accidents caused the death 
of one or more persons ; 28 caused injuries, but not death, 
while in 68, or 60.7 per cent. of the whole number, there 


was no injury serious enough for record. 


Ascompared with August, 1879, there was an increase of 
833 accidents, of 30 in the number killed, and of 155 in that 


injured. 


These accidents may be classed as to their nature and 


causes as follows : 
COLLISIONS : 


Cleveland, Columbus, Cincinnati & Indianapolis, E. B, 
Thomas, Lucien Hills. 

Grand Rapids and Indiana, A. B. Leet. 

Great Western, G. B. Spriggs. 

Indianapolis & St. Louis, E. B. ''homas. 

lake Shore & Michigan Southern, John Newell, G. H, 
Vaillant. 

Marietta & Cincinnati, M. H. Smith. 

ee Central, H. B, Ledyard, J. A. Grier. 

New York Central & Hudson River, J. H. Rutter, H. J, 
Hayden, J. B, Dutcher, W. H. McIthanney. 

ew York, Lake Erie & Western, G. K. Blanchard, C. 

W. Smith, R. C. Vilas. 

New York, Pennsylvania & Ohio, G. G. Cochran, 
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Eight collisions were caused by misplaced switches; four 
by trains breaking in two; two by mistakes in giving or re- 
ceiving orders ; one each by bad brakes, by fog, and by a 
runaway engine. The worst accident of the month (at 
May’s Landing) was caused, as nearly as can be ascertained, 
by the ignorance of an engineer, who did not know how 
to use the excellent brake with which his train was pro- 
vided. 

A rough classification shows 50 accidents caused by care- 
lessness or defects in management ; 24 by defect or failure 
of road or equipment ; six by unforeseen or accidental ob- 
structions ; five directly by the elements ; one maliciously 
caused, and 26 unexplained, 

Of the accidents 72 happened in daylight; 31 during the 
hours of darkness, while in nine cases the time is not defin- 
itely given. 

The division according to classes of trains is as follows: 


Colli-  Derail- Other 
Accidents: sions. ments. Accidents. Total. 
To passenger trains..... .. ... 5 2 - 29 
Toa passenger and a freight... 13 am ; 13 
To freight trains............... 28 39 3 70 
PR ine Ces. vanbeseavene 46 63 3 112 
Casualties: 
AS 3s 11 4 49 
Injured by... . 28 112 4 214 
MEE Shook ca) dAaecnakbanne 136 128 4 263 


Two broken bridges are in the record. One was of iron, 
but we have no particulars of either, except that in the case 
of the wovden bridge a car is said t+ have jumped the track 
and knocked down the truss. 

It seems to be once more necessary to call attention to the 
too common practice of running trains too close together, so 
that if the first has to stop unexpectedly, there is no time to 
send back a signal to the second. A very considerable part 
of the rear collisions are due to this cause, and it could 
certainly be in a great measure prevented by strict 
discipline and careful management. Another point to 
which too much attention cannot be called is the number of 
misplaced switches, No less than eight collisions and eight 
derailments—16 in all, or one-seventh of the whole number 
—were due to this cause. It is no credit to superintendents 
that this carelessness should continue to do as much damage 
as it does. 

The number of accidents and of casualties is very large. 
But August always does have a good many, and itis impossi- 
ble to find any sufficient explanation for it. The fact 
remains that August is a’ bad month for accidents; the reason 
is not quite apparent. 

For the year ending with August the record is as follows : 


Number 
of accidents, Killed, — Injured. 

BAGO... 0 cccccccccceccs sonvesseons 78 6 47 
NL stodbssntvenks, enevaca-aabarseee 104 35 96 
DE cckshes +030. pinecescensare 86 16 64 
I Gn ob650s0ve000e da0cees sat 69 18 72 
NES 55 5:6 oSentasah bse 0460s 0000es 62 1} 50 
EN isis, 6s deevevnve +isosbyssceowsls 64 16 49 
cas dened ddedbsobes ace (abdsendaes 65 +f) 33 
NE Oh pate’ whe a6 ohana eNne ke eieuererte 71 1] 45 
tnd) ctaimenoacaubedereeaies bs “amen 46 30 107 
ao hn6 psa seabccGnasen audaanee 56 15 77 
SEC Lard. o's 5 kod-b K4:9.46a 0 hbn. Pais be hl Maem 78 21 100 
BD sb cccadc 0 wtevevee coves « esas 112 49 214 

SE Ee ee if 239 954 

Totals, same months 1878-79..... 841 196 758 


The averages per day were, for the month, 3.61 acci- 
dents, 1.58 killed and 6.90 injured; for the year, 2.43 ac- 
cidents, 0.65 killed and 2.61 injured. The average casual- 
ties per accident for the month were 0.438 killed and 1.911 
injured; for the year, 0.268 killed and 1.077 injured. 





September Meeting of the Joint Executive Com- 


mittee. 





At the meeting of the Standing Committee of the Joint 


Executive Committee, which took action to remedy the ir- 


regularities in rates on east-bound freight, it was voted to 
call a full meeting of the Joint Executive Committee, Sept. 
16, to ratify this action of the Standing Committee. 


Broadway, New York, Albert Fink, Chairman ; C. H. Cros- 
by, Secretary. 

The followiug companies were represented : 

Baltimore & Ohio, M. H. Smith. 

Boston & Albany, Arthur Mills. 

Cincinnati, Hamilton & Dayton, D. T. Disney. 

Canada Southern, W. P. Taylor. 

Chicago & Alton, J. C. McMullin. 


In ac- 
cordance with this, the committee as8embled at No. 346 


—the making of no more contracts hereafter—the abroga- 
tion of existing contracts, and the reporting of such con- 
tracts as may not be possible to abrogate, the latter to be 
dealt with by a subsequent meeting after such reports had 
been made, 

Several meetings have been held by the Standing Commit- 
tee, and the whole subject has had thorough consideration, 
but not until this morning have any final conclusions been 
reached, These I will now report for your consideration 
and approval. 

As regards outstanding contracts that have been reported 
to this office, it appears that the Baltimore & Ohio Railroad 
and the Pennsylvania Railroad have no contracts. 

The Grand Trunk reports, through the Central Vermont, 
some engagements on export business which expire during 
the month of September. 

The outstanding contracts of the New York Central will 
be all filled by the 25th of September. 

The Erie’s contracts will be filled within 20 days, except 
the contract for shipment of hogs to Boston, 

These contracts, with the exception of the hog contract, 
are small in amount, and are not in the way of restoration 
of rates, 

Regarding the contract on hogs, no final decision has b2en 
reached as to the possibility of its abrogation; but in the 
meantime your Standing Committee finds itself obliged to 
reduce the rates on hogs to all points 5 cents per 100 Ibs., 
commencing with Sept. 20, so as to put all shippers upon the 
—_ footing with the party with whom the contract was 
made, 

The following resolution was passed by the Committee, 
which is now submitted for your approval : 


REDUCTION OF EAST BOUND TARIFF ON LIVE HOGS, TAKING 
EFFECT SEPT, 20, 1880, 

** Resolved, That, taking effect Sept. 20, the rates on live 
hogs shall be made seventh class from all Western points to 
all Esstern points, except Boston and New England; and that 
the tariff to Boston and New England be the same as to New 
York.” 

The Committee next dealt with the export business. You 
are aware that much of the existing difficulty has arisen 
from this class of business. The Committee has passed the 
following resolutions, looking to the settlement of th: 
questions at issue : 

CHARTER ON FOREIGN SHIPMENTS — BASIS FOR MAKING 
THROUGH RATES TO FOREIGN PORTS. 


* Resolved, That all railroad companies, fast freight lines, 
or transportation companies, parties to the Joint Executive 
Committee, report privately to the Commissioner at once, 
what,if any,sail or steam charters they have made, at round 
sums, per vessel, or trip, or other guarantee which may re- 
duce inland rates ; from what ports, to what ports, for what 
cargo, and at what rates or sums above ; and that no more 
such charters which may reduce inland rates be made by the 
trunk lines, fast freight lines, connecting roads, or by their 
assent or authority. Further, 

* Resolved, That it is the intent and meaning of all parties 
to make through rail and ocean rates by rail or steam only 
by the addition of full intand all-rail tariff rates, the agreed 
transfer charges, and the acwual ocean rates per bushel, 
package, etc., obtained from ocean carriers.” 

RECORD OF CONTRACTS ON FREIGHT TO FOREIGN PORTS. 

‘* Resolved, That all engagements for through joint  rail- 
and-ocean through rates, either rail-and-sail, or rail-and- 
steam, from all common points at and west of the west- 
ern termini of the trunk lines to all trans-atlantic ports, for 
order or direct, be reported for or by all officers and agen- 
cies working for or over the roads represented upon_the 
Joint Executive Committee, to the Commissioner, at New 
York; showing the point from which shipped, and by what 
route, the exact freight and quantity, the European port to 
which consigned, the through vate, and the inland and ocean 
divisions of the same; and that a full record thereof be kept 
by the Commissioner, open to the constant inspection of the 

wroper officers of the trunk lines and the members of the 
voint Executive Committee. This is to apply to all engage- 
ments made on and after this date, Sept. 16, 1880,” 

The Committee has also bad under consideration the adop- 
tion of measures that would be more effective in carrying 
out existing agreements hereafter. Many complaints have 
been made to your Chairman of the fact that the parties who 
adhered to the agreements are made the sufferers, and those 
who break them are the gainers by it, and unless some 
method can be adopted to enforce the agreement alike on all 

varties, the present organization cannot be maintained. 
These complaints are just and well founded, The existence 
| of this organization Sependa upon the adoption of proper 








means to enforce the agreements alike on all members, 

We all must recognize the fact that for that purpose the 
| perfection of the system of division of traffic between the 
competing lines would give the surest guarantee for the 
maintenance of rates, but pending the further perfection 
and the extension of this system, the good faith of the mem- 
bers of this Committee is the only guarantee for the continu- 
| ance and permanency of this organization, To give assur- 
| ance of that good faith, it has been proposed that the General 
Freight Agent of each company, or such other officer who 
has control of the final approval for payment of rebate 
vouchers, and without whose approval no voucher can be 
paid, shall file monthly statements at this office, to the effect 
that he has not approved or authorized the payment of any 
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voucher, either on east or west-bound traffic, except such 
vouchers have first had the approval of this office, and are 
made in accordance with existing agreements. It is’ hoped 
that such statements will restore confidence in the good 
faith of the members of the Association, which, I regret to 
say, has during the last few weeks been very much weak- 
ened. 
It is asked that you approve the following resolution : 


CERTIFICATES THAT NO REBATES HAVE BEEN PAID. 


‘‘ Resolved, That at the end of each month the General 
Freight Agent of each of the railroads represented on this 
Committee, or such other officer of the company whose final 
approval of rebate vouchers is necessary before the same are 
paid, shall file a certificate each month in the office of the 
Commissioner, stating that he has not approved during the 
month, or paid, or caused to be paid, any rebate voucher 
whatsoever on business transacted on and after Sept. 8, both 
on east and west-bound freight, which has not previously 
had the approval of the Commissioner, and is made in ac- 
cordance with existing agreements; such statements to be 
countersigned as correct by the General Manager of the road. 
This certificate is to cover all competitive business the tariffs 
on which are established and are to be maintained by the 
Joint Executive Committee.” 

[have now reported the action of your Standing Com- 
mittee, and submit the same for your consideration and ap- 
proval. We will take up the several resolutions separately, 
and put them to a vote. 

The resolutious proposed by the Chairman and printed 
above received the affirmation of all tne companies Ho 008 
sonted at the meeting. The Chairman stated that to ac 
them the votes must be unanimous, and that he would get 
in writing the votes of the companies not represented at the 
meeting. 

The Lake Shore & Michigan Southern and the Michigan 
Central voted aye on the resolution requiring monthly cer- 
tificates that no rebates have been am conditionally on all 
the members of the committee su 


conditionally upon the resolution binding the Grand Trunk 
between Detroit, Port Huron and Portland, and other sea- 
board points. Mr. Spriggs stated that the Grand Trunk con- 
tended that the business between Detroit, Port Huron and 
Portland was local business, and if they could pass vouchers 
on such business, while the Great Western was bound to re- 
port to the Commissioner vouchers on the same business, it 
did not appear to them that the resolution would protect 
them, but on the contrary, would place additional power for 
their detriment in the hands of a strong competitor. 

The chairman stated, in answer to Messrs. Newell and 
Ledyard, that he would first secure the vote of all roads not 
present, and report the result of the vote before the resolu- 
tion was to be considered binding ; and in answer to Mr. 
Spriggs, said that it would be manifestly unfair to impose 
any conditions upon the Great Western which were not im- 
posed equally upon the Grand Trunk, There were a great 
many points at issue solely between the Grand Trunk and 
Great Westera companies, which did not materially affect 
the other members of the Joint-Executive Committee. If no 
action on any one subject could be taken until all these 
questions were settled, it would be useless to make any 

urther effort at reform. The proper plan was to remove 
one difficulty after another, and not to attempt to remove 
them allat once. It was not the intention of this resolution 
to impose any conditions upon any one company that were 
not also imposed upon all its competitors, and upon this un- 
derstanding, Mr. Spriggs withdrew the condition attached 
to his vote. 

The meeting then adjourned, subject to call of the chair- 
man, 


Master Car Painters’ Association: 


The eleventh annual convention of this Association met at 
the Lindell Hotel, St. Louis, Sept. 15. 

The following members were es: 

W.L. E. Earl, Erie, Penn. ; F.W. Foote, Chicago & Eastern 
Illinois; M. C. Sauers, Pittsburgh, Cincinnati & St. Louis; 
i. Geyer; Charles H. Wright, Keokuk & St. Louis; H. 
lL. Murff, Texas & Pacific; C. F. Harral, Kansas City, 
St. Jo & Council Bluffs; E. Bailey, Hannibal & St. Jo; J. 
©. Stout,*Union Pacific; A. Allman, Central Branch 
Union Pacifie: Geo. E. Turner, Missouri Pacific; A. W. 
Fagerberg, Chicago & Alton; A. A. Nicoll, Northern VCen- 
tral; J. Murphy, Louisville & Nashville; H. Block, Cleve- 
land, Columbus, Cincinnati & Indianapolis; D. C. Cooley, 
Aurora, Ul; George Forby, Missouri Pacific; A. 
Legros, Louisville, Cincinnati & Lexington ; 
D. Cox, Salem, Mo.; J. H. 
tral, D. D. Robertson, Michigan Central; R. W. Me- 
Keon, New York, Pennsylvania & Ohio; A. Baldwin, St. 
Louis, Iron Mountain & Southern; N. Neher, Wabash, St. 
Louis & Pacific; John Rattenbury, Chicago, Rock Island & 
Pacific; Wm. Davis, Canada Southern; H. C. Burch, Wag- 
ner Sleeping Car Company; J. M. Jander, International & 
Great Northern. 

President D. D. Robertson, of the Michigan Central, oc- 
cupied the chair, and R, McKeon, of the New York, Penn- 
sylvania & Ohio, acted as Secretary. 

The President made a few remarks to the effect that only 
preliminary matters would come up at the morning session, 
and that all discussion and reading of papers would be post- 
poned until the afternoon session. 

The Secretary then read a letter from the editor of the 
Painters’ Magazine, the official organ of the association, 
regretting his inability to be present at the convention, and 
authorizing the association to hire a stenographer at his ex- 

vense. A similar offer was received from the Coach Painter. 
n order to settle the matter a committee of five was ap- 
pointed with orders to report at the afternoon session. 

Seeretary McKeon then read bis annual report for the 
year ending Aug. 81, 1880. He said that the society had 
gained 15 members during the past year and now had 50 
paying members on the roll, All expenses had been met, 
and a balance of $80 was inthe treasury. After reading 
the minutes of the preceding meeting, which was held at 
— Mich., and calling the roll, the convention ad- 
journed, 

At the afternoon session discussions were held on the 
following subjects: 1. Which is the most durable and 


John 


the least expensive to maintain, light or dark colors | 


for car bodies? The essay was read by William Davis, 
of the Canada Southern. 2. What makes the best 
finish for passenger car floors? by George Sage, 
of the Cleveland, Columbus, Cincinnati & Indianapolis Rail- 
way. In the evening the Association attended the Grand 
( oe House in a body, on the invitation and at the expense 
of a combination of the leading paint and varnish manufac- 
turers of New York, Boston, Nadelphia, Newark, Albany, 
Buffalo, Cleveland Detroit, Dayton and Chivago. 

On the second day the following subjects were discussed: 
Which makes the t foundation fora dark-colored car 
body, iron or lead paint? Essay read by H. C. Burch, of the 
Wagner Car Works. What is the most durable and economi- 


opt | 


ribing to it; and the | 
Great Western, in voting in the affirmative, said they did s0 | 


Wills, New York Cen- | 


|or rubbed and oiled? by D. C. Cooley, late of the 
Chicago, Burlington & Quincy. Should wood or veneered 
| head linings be oiled or left flat§after rubbing? by C. E. 
Bradley, Pullman Car Works, Detroit. What is the best 


method of mixing putty for passenger car work, speed and | 


durability combined? by E. C. Stow, Detroit, Grand Haven 
& Milwaukee. The best way of preparing a locomotive tank 


»0sed road in Southern Iowa will not very largely injure it. 
t will somewhat affect its local business in ae and pos- 
sibly somewhat its rates, but the proposed warfare will affect 
it vastly more. The road in Iowa in that case will still be 
built. All that it fears from that it will experience still. It 


| may have built some parallel road right alongside of it ; 


that is rusty for painting, after the old paint is scraped off ? | 


| by William Anderson, of the Chicago & Northwestern. 

No afternoon session was held, the members being driven 
around the city in carriages and taken to see various objects 
of interest. 

On the third day resolutions of thanks to the entertainers 
of the Association, to the Laclede Hotel, and to the press 
were passed. It was then agreed to hold the next meeting 

| at New York on the third Wednesday of September, 1881. 
| The following subjects were discussed : 

Will varnish wear as well on a color composed largely of 
burnt umber as it will ona similar shade of color where 
umber is not used? by M. W. Stines, Barney & Smith Car 

| Works. 

Is it necessary to paint the back of car ;anels and sheath- 
ing ¢ by Geo. Forby, Missouri Pacific. 

What is the best method of painting locomotive tanks both 

| outside and the water space, to prevent them from rusting ? 
by Jno. Rattenbury, Chicago, Rock Island & Pacific. 

Which is the most durable and best adapted to railway 
buildings and bridges, iron or lead paint? by F. J. Hanlen, 

| Columbus & Hocking Valley, 
| The usual routine business was transacted, and the Associ- 
jation adjourned. 

In the afternoon members were again taken out and 
driven in carriages to various points. Most of the members 
| remained in St. Louis until the next day. 


Mr. James F. Joy on the Wabash and Burlington 
Contest. 


The following letters from Mr. Joy, evidently not written 
| for publication, have a special value because of Mr. Joy’s 
| long experience as President of the Chicago, Burlington & 
Quincy Company, as well as his e1sinence and ability as a 
| railroad projector and executive, though of course allowance 
must be made fur the fact that he is now a director of the 
Wabash Company, and was writing for the purpose of aid- 
| ing his company in its purposes. 
| DETROIT, Mich., Sept. 16, 1880. 
SoLON HuMPHREYS, Esq.: 
| Dear Sir.—I send you a copy of my letter to Elijah 
| Smith, who is now acting for the Chicago, Burlingten & 
| Quincy, and who has seen me to convince me that the threats 
| of the Chicago, Burlington & Quincy are real. 
| Isaid to him that whatever the threats might be, $30,000- 
| 000 of money to be lost was not so easily obtained, and that 
| men would reflect a long time before they committed a com- 
pany to it like the Chicago, Burlington & Quincy. 
| [have had several letters from him, in answer to which I 
| have written him a letter, of which the inclosed isa copy, 
| and as it contains some stavement of facts which you do not 
know of, it will be worth your while to read it. I spoke of 
the time when this road, which is now the subject of con- 
| tention, was first organized, from memory. Iam inclined 
| to think, on reflection, I have placed that time a little too 
| far back, and that it is not twenty years, and it may be sev- 
| eral years less time. If Iam mistaken in that, as may be 
| the cuse, still it was fifteen to twenty years ago, and all the 
other statements in the letter are correct. 
| Ihtve written to Smith in this manner, because he is not 
| acquainted with the facts, and he should know how far the 
| Chicago, Burlington & Quincy is in the wrong. 
| Yours truly, J. F. Joy. 
SEPTEMBER 16, 1880. 
ELIJAH Smit, Esq. : 
| DEAR Sir--—-I have your various letters relative to the Wa- 
| bash and the fight with the Chicago, Burlington & Quincy. 
I am a looker-on from the outside, really because I have 
| nothing to do with the general affairs of the Wabash. 
I have, it is true, written Mr. Humphreys a letter on the 
| subject of this road, and am very sorry to see a fight be- 
tween two companies like these. But now I will say to you 
{that the Chicago, Burlington & Quincy is wrong in the 
fight, and cannot maintain its position upon any proper 
| principle. 
It is now more than twenty years, probably, since Keokuk 





P. ) and the people of the country along the line through the 


southern counties of Iowa organized that road, which is 
now creating this controversy. They undertook to build 
it, and had the right to build it, and actually did build 
nearly a hundred miles of it. They got into difficulty 
jand appealed to the Chicago, Burlington & Quincy to 
| help them, and take the road and extend it. Their argu- 
ment with the Chicago, Burlington & Quincy was that it 
| was through a country tributary to the Burlington & Mis- 
| souri road, as it then was, and that the Chicago, Burlington 
| & Quincy could command its business at Keokuk, and main- 
tain rates also on botb lines. The question for the Chicago 
| Burlington & Quincy to consider was whether it was worth 
| its while to take up and adopt that road, extend it as far as 
| it saw fit and use it to enable it to maintain rates and also 
| command its business. It was carefully considered and dis- 
| cussed when I was at the head of Chicago, Burlington & 
| Quincy, and Mr. Brooks, in his best condition, was in the 
| board, and when Mr. Thayer and others were in full health 
|and vigor. On the fullest consideration and after much dis- 
| cussion a committee, of which Mr. Brooks was one, recom- 
mended that the Chicago, Burlington & Quincy and the men 
connected with it should not take it or adopt it. 

This was done with the full conviction derived from ex- 
| perience that the road would go through under some auspices. 
| It might fail and be sold once or twice, Lut was sure to re- 
| vive again and go onto completion. There was country 
| enough interested in its being built to make its construction 
| certain, and its completion was only a question of time. 
| That was the action, then, of the Chicago, Burlington & 
| Quincy. What right has it to complain now, when with all 

the aid the country can give, the Wabash now sees it may 
| complete and obtain not only that road, but its shortest pos- 
| sible line to Omaha and the Pacific. 

The object of the Wabash is twofold. First, a short con- 
nection with the Pacific road; second, the local business of 
| that road to pass over about 500 miles of road already its 

own, and which, of course, it desires to benefit. Both of 

these are legitimate objects, and though the business of the 
| Chicago, Burlington & Quincy may be affected a little as a 
| consequence, it is in no spirit of hostility to that company 
| that the road is undegtaken by the Wabash. The Chicago, 
| Burlington & Quincy has not the slightest good ground of 
complaint therefore. 
| The plan is an old one, undertaken years ago and by the 
| country needing it. The same country now favors it, and 

desires it, and needs it; and though Iam sorry to see it go 
|on, the fact that it does go on does not justify the warfare 


cal method for blacking locomotive stacks and fire-boxes? | the Chicago, Burlington & Quincy proposes to make upon the 


by J. C. Stout, of the Kansas Pacific. Which is the most 


h 
u Wabash because of it. 
durable finish for inside coach work, a glass finish | 


The warfare is an unwise one on all accounts, The pro- 





still the consequences will be there still, and only intensified 
by the parallel road alongside. It will not only suffer the 
loss of capital expended, but will then have the certain war- 
fare of rates which it might otherwise avoid. 

But it will build also a road frem Peoria to Toledo. Ad- 
mit for a moment that this will be done, First, it would be 
done from spite and revenge. Second, it would be when 
no new road is wanted. Third, it would only be so much 
more money sunk by Chicago, Burlington & Quincy. This, 
and what will be sunk in Lowa by its road there parailel 
with the Keokuk road in the southern counties in Iowa, with 
the certain consequent warfare, will go far to reduce the Chi- 
cago, Burlington & Quincy to the condition of all other cor- 
porations where unwise expenditures and provoked warfare 
and consequently reduced rates have created a competition 
which hasdestroyed the value of business. Though I do not, 
and have no cause to, love those who manage the Chicago, 
Burlington & Quincy Railroad, I should regret much to see 
it brought to the condition which will be the pretty sure re- 
sult of such a course of action. 

And now a moment as to the Wabash in aiding the con- 
struction of the proposed road, or rather the extension of 
the road already built, on the plan and route laid out for 
it, as I have said, twenty years ago or nearly so. It was not 
a legitimate thing for the Chicago, Buriington & Quincy to 
buy a parallel road when it was urged to take that road. It 
is a perfectly legitimate thing for the Wabash to take a road 
which is a proper and natural feeder for its long line east of 
Keokuk to Toledo, and especially so when it gives it also a 
shorter line by far than any other between New England 
and the city of New York and Omaha and the Pacific road. 

I will add that I do not agree with you as to the wisdom 
of the arrangement or agreement by the Wabash, under 
which it is to become the owner of the road (aside from the 
consequence of the threatened warfare by the Chicagc, 
Burlington & Quincy). The business of the road being built 
will run over its line from Keokuk to Toledo or Detroit, 
about 500 miles, and will be of great value toit. It may 
not in itself be profitable, but it furnishes a short connection 
with the Union Pacific and the through business, and the 
earnings from its business on 500 miles of its road east of 
Keokuk makes it avery valuable addition to the Wabash 
property. I think even at the rate of $25,000 per mile of 6 
per cent. bonds, and much more so with $15,000-of 6 per 
cents., and $5,000 of preferred and $5,000 common stock, 
possibly it might be built with all cash cheaper, and probably 
ite uld. But all cash by a mortgage would be a heavier 
load upon its stock than is $15,000 per mile of bonds and 
$10,000 of stock, half preferred and half common. 

[ have no faith in building a good road through that 
country for bonds at 6 per cent., and only $15,000 per mile 
sold in the market, and at a discount. 

Yours truly, J. F. Joy. 

P. 8.—While the above is my judgment, I have written 
such a letter as I could to Humphreys, of which I send you 
a copy; Cam still sorry to see the road built, because it is 
sometimes not wise to insist upon even what we may right- 
fully do. But it does not lay in the mouth of so aggressive 
a company as is now the Chicago, Burlington & Quincy, to 
compiain because another company thinks proper to do 
what it undoubtedly may do without even being considered 
unfriendly, and much less hostile. I think that company 
has been the first to provoke warfare with the parties and 
the interests connected with the Wabash. 


The Atlantic Coast Line and Piedmont Air Line Com- 
bination. 





The Atlanta Constitution gives the following statements, 
based on information obtained from official sources: 

The following synopsis of the causes that led to the cre- 
ation of the new coast line combination, and of the aims it 
hopes to accomplish, fairly presents the situation: 

Changes of ownership of the stock of some of the lines 
immediately at interest having occurred during the past 
year, settlement of issues became more possible than form- 
erly and the idea of co-operative traflic management ad- 
vanced by gentlemen most largely interested found favor— 
general theories on the question took shape, and the interests 
of the various seaports embraced in the area of the 
system, the local interests of each section, and also the 
necessity for perfect through lines of communication 
that should not benefit one route at the expense of 
another being kept in view, negotiation was com- 
menced, and, tor the purpose of perfect development and 
formulation, committed to two officials of the lines most 
vitally interested—the Piedmont Air-Line and the Atlantic 
Coast Line—viz., Colonel T. M. R. Talcott and A. Pope. 
These gentlemen perfected an agreement that was believed 
capable of satisfactory operation, and covered the system of 
railways extending on the one hand from Richmond to Au- 
gusta via Charlotte, with its connections at Burkeville, Dan- 
ville, Greensboro, Charlotte and Columbia, and on the other 
hand from Richmond to Charleston, embracing its connec- 
tions at Petersburg, Weldon, Goldsboro, Floreuce and Co- 
lumbia. 

The agreement received the co-operation of the system of 
roads from Portsmouth to Hamlet, known as the Seaboard 
Air Line, and it became therefore entirely practicable to con- 
tinue the traffic of the large area of territory involved in its 
usual channels witbout disturbing influences. This agree- 
ment took effect Sept. 15, and so thoroughly has allits ma- 
chinery been adjusted andits checks and balances provided 
that no single commercial interest of any degree will be in- 
commoded or depreciated. It is to the interest of those di- 
recting its operations to faithfully obey its mandates, which 
are, pe ind’ sg reduction of expenses, absolute maintenunce 
of rates, respect for the commercial needs of each important 
common centre, and as a consequence, peace in all directions. 

It is believed that with this common management there 
will follow great perfection of methods of passenger trans- 
portation that will largely increase overland travel between 
the North, South and Southwest; and it is the desire of the 
management to devise such intelligent and systematic 
methods for attracting immigration to al] parts of the states 
their lines traverse as will speedily show practical results. 

In the matter of the relations this combination w:ll bear 
to transportation lines in Georgia and the South generally, 
a large majority of its members being also members of the 
Southern Railway & Steamship Association, respect will 
necessarily be had for the agreements and settlements gov- 
erning that body. 

While it is true that by the concentration of transporta- 
tion power in this form, the opportunity to increase rates is 
improved, yet it is equally true that the territory that these 
lines traverse isin a great measure capable of protection 
against excessive tolls, by the advantages of its geo- 
graphical position, which embraces the seaports of 
Norfolk, West Point, Richmond, Va., Morehead City, New- 
bern, Wilmington, N. C., and Charleston, 8. C., and the in- 
land water ways that lead thereto. It is safe to presume, 
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therefore, that fair rates of passage and freight, and abso- 
lute maintenance of them, will be the controlling idea. The 
combination makes no changes in the respective organiza- 
tions of the railways at interest. 

Mr. A. Pope becomes the General Passenger and Ticket 
Agent of all the railways embraced in the agreement and in 
control of through and joint passenger traffic of the lines co- 
operating therewith. 

Mr. Sol Haas becomes General Freight Agent of the lines 
from which Mr, Pope retires. 


The Southern Freight Settlement and New Orleans 
Business, 





The conference between the representatives of the Chi- 
cago, St. Louis and Nashville railroads, for the adjustment 
of the difficulties between the two companies has not been 
without beneficial results to New Orleans. So far as passenger 
fares are concerned, these remain to be adjusted at a gen- 
eral convention to be held in New York the latter part of 
this month. In tie meantime the old figures are maintained, 
and the principle is admitted that the short line makes the 
rates, 

Relative to freight traffic, the Jackson railroad was firm 
in its demands to maintain New Orleans upon a competitive 
basis at least as good as that she had before the war began, 
and it would seem has secured this result. The Crescent 
Freight Line, which has been about the onlv outlet we have 
had in the direction of the Atlantic states for the distribu- 
tion of goods on orders, is restored. This line op erates over 
the Jackson Ruilroad to Jackson, thence over the Vicksburg 
& Meridian, the Alabama Central and the Louisville & Nash- 
ville, reaching Selma, Montgomery, and nearly ali the im- 
portant points in that section. The old territory is fully re- 
covered, and rates left to be adjusted as the occasion de- 
mands. 

On all north-bound business in the staples which we han- 
die most largely New Orleans has been placed in a position 
to meet all competition. Rice will be carried hence to Chi- 
cago, Cincinnati, Louisville and Nashville as cheaply as from 
Charleston, the rates being 32 cents, 28 cents, and 24 cents 

ar 100. On coffee and sugar the rates to the principal 

estern distributing points will be as favorable as those 
from Baltimore, and Porm thau from other Atlantic sea- 
board cities. 

General D. B. Morey, in explaining the principles for which 
the Jackson road contended, revealed to us the condition of 
affairs along the line of the road that does not speak well for 
the enterprise of eur merchants. The bulk of the supplies 
ourchased from Milan down to Magnolia are brought down 
ag the West, and as the cotton is all moved in the same 
direction most of the cars return empty. For this reason a 
low rate of freight is offered to shippers here, but is availed 
of but seldom. Flour, for example, can be sbipped from 
New Orleans to Canton for 40 cents per barrel less than the 
rate from St. Louis. The tariff on all articles of Western 
produce is equally favorable. 

In the matter of through freights on imported goods, this 
road has been equally careful of the business interests of 
New Orleans. Coffee can be laid down in Chicago or St. 
Louis at a less rate from this port than from Atlantic sea- 
board towns, and the same is true of hardware, dry goods 
and general merchandise. So far as transportation facilities 
are concerned, there is, therefore, no obstacle in the way of 
a competition for the import trade of the West. 

Another advantage gained to New Orleans in the late con- 
ference by Mr. Morey relates to movements via the Crescent 
Line. The avenue for reaching Alatama, Georgia and the 
Carolinas has been recovered, and our merchants will once 
more be enabled to use it in supplying the trade of those 
states with all kinds of merchandise from this city.—New 
Orleans Picayune. 





ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 
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Nashville, Chattanooga & St. Lonis. 


This company owns a line from Chattanooga, Tenn., 
through Nashville to Hickman, Ky., 321 miles; a branch 
from Wartrace, Tenn., to Shelbyville, 8 miles; a branch 
from Bridgeport, Ala., to Victoria, Tenn., 19.5 miles; the 
Tennessee & Pacific road, from Nashville, Tenn., to Leba- 
non, 30 miles; the McMinnville & Manchester, from Tulla- 
homa, Tenn., to McMinnville, 35 miles, and the Winchester 
& Alabama, from Decherd, Tenn., to Fayetteville, 40 miles, 
making 453.5 miles owned and worked. The three last- 
named lines were bought a little over three years ago. The 
report is for the year ending June 30, 1880. 

rom Oct, 2, 1879, the company also worked the Duck 
River Valley road, from Columbia to Petersburg, 84 miles. 
For six months it worked the Nashville & Tuscaloosa road, 
from Dickson to Graham, 21 miles. For ashort time it 
owned the Owensboro & Nashville and leased the St. Louis 
& Southeastern (St. Louis Division), but these roads are not 
covered bv the statements of earnings. 

The equipment now consists of 87 engines; 30 passenger, 
14 baggage and 2 mail cars; 833 box, 51 stock and 300 flat 
cars; 1 pay, 1 pile-driver and 2 wrecking cars. 

The earnings on the 453.5 miles owned were as follows: 











1879-80, 1878-79. Increase. P. c. 
EE Por ere $530,387 $441,545 $88,842 20.1 
OS Nr ree 1,504,088 1,231,171 272,917 22.2 
is kb cheese sakes been 41,689 41,260 420 «1.0 
Rents and privileges. 22,091 22,747 244 «#11 
PUR, icaticens beswnbus $2,099,155 $1,736,723 $362,432 20.9 
BRODIE. 6655650000 .» 1,184,748 = =1,021,588 163,160 16.0 
Net earnings......... $914,407 $190,272 27.9 
Gross earn. per mile....... 4,629 799 20.9 
Net hii a - saa eee 2,016 439 27.0 
Per cent. of exps.......... 56.50 eee » 


During the year 169,378 new ties and 2,713 tons of steel 
rails were laid in the track. There were contracted for 
14,000 tons of steel rails; ‘7,000 tons were delivered, of which 
4,287 were sold and 2,718 tons laid on the track. <A con- 
tract for 2,000 tons was turned over to the Louisville & 
Nashville Railroad Company with the transfer of the St. 
Louis & Southeastern Railway, and the delivery of the re- 
maining 5,000 tons postponed until next winter. The profit 
realized upon that sold was placed to the credit of the steel 
rail account. 

The total mileage and earnings per train mile on the two 
main line divisions were as foliows : 

Chattanooga St. Louis 





v. Div. Total, 

Pass. train mileage.............. 254,083 214,816 468,899 
Freight mY heh asese eee 663,977 355,578 1,019,555 
EE encase ase banana 918,060 570,304 1,488,454 
Passenger train cars, mileage... ........ 9 ........ 2,186,085 
Freight car mileage.... ........ ebGhets:  <enecben 14,958,951 
Earn, per pass. train-mile...... 129.5cts, 102.4cts, 117.5 cts. 
Earn per freight train-mile.... 165.5 * 95.2 * 141.0 “* 
Average per mile, all trains.... 155.6 “ 8.0 * 133.5 * 


Passenger cars earned 25.1 cts. and freight cars 9.6 cts. 
per mile ; the average tor all cars was 11.5 cts. gross and 4.8 
cts. net per car mile. The average expenses per train-mile 
were 77.2 cts., leaving 56.3 cts. net earnings. 

The average earnings per train-mile for four years past 
were, in cents: 

1878-79, 1870-78, 


1879-80. 1876-77. 


OE ins -obabe ce eenecenan 133.5 121.0 127.0 131.5 
Expenses..... ba ehawavenae 77.2 75.7 76.7 78.1 
Net earnings.............. 56.3 45.5 dO.3 53.4 


There have been forwarded from Nashville, on the Chat- 
tanooga Division, 25,014 loaded and 6,720 empty cars, and 
received 25,378 loaded and 6,427 empty. On the North- 
western Division there were forwarded 9,037 loaded, 6,008 
empty, and received 13,599 loaded and 1,279 empty. 

o maintain and improve the road during the past year, 
369 feet of bridges, 9,440 feet of cedar pile trestle, 3,112 of 
oak pile trestle and 5,549 feet of framed trestle have been 
constructed. 

Contracts have been let for the extension of the branch 
from McMinnville to Caney Fork, 13 miles, and three miles 
are now finished. 

The Nashville & Tuscaloosa is to be extended to Duck 
River and to Centreville, when an increase of business is ex- 
pected. 

The company has also leased the Duck River road, and 
will extend it to Fayetteville, 13 miles. A claim has been 
made that the company is responsible for the floating debt 
of the Duck River road, but it 1s not thought that this can 
be established, or any liability put on the company greater 
than the assets of the Duck River road held by it, which 
consist of £140,000 second-mortgage bonds. 

The income account was as follows : 


Net earnings as above eee BOI4,407,45 


Interest on bonded debt a ee $475,320.00 
Floating interest, ete ... é 48,286.05 
Dividends, 3% per cent.... .........- 252,020.57 





755,626.42 
Surplus e — cin: 0.8 0.6.9 006 050.0005 MERE, OL 
New equipment, 2 engines and 161 ¢ urs. ..$100,831.51 
Steamboat, elevator stock, etc 9,728.19 
MeMinnville extension 16,281.07 
Duck River Valley Extension, floating 

OR RE eer ea bes 
Loss on Nashville & Tuscaloosa road 


167,810,04 


eer er ye ree $9,020.01 
Concerning the controlled lines transferred to the Louis- 
ville & Nashville the report says: *‘ With a view of obtaining 
direct connection with the Ohio River your company, on 
May 13, 1879, purchased a majority of the neck of the 
Owensboro & Nashville Railroad Company, securing thereby 
control and possession of that road, which was completed 
and in operation from Owensboro to Owensboro Junction, 
Kentucky, a distance of 37 miles, and partially graded from 
Owensboro Junction to Adairville, Ky., about 50 miles more 
together with its equipment. Its charter, privileges, rights, 
franchises, etc., extending to Nashville and various other 
points in Tennessee, also passed under the control of your 
company. 
**The total amount of stock in the Owensboro & Nashville 
Railroad Company is $1,156,500, of which your company 


| iron rails, is included in the curreut expenses. 





purchased from T. 8. Anderson $738,000 for $145,000 and 
subsequently purchased #215,479 more for $46,569.50, 
making the total amount of stock bought $953,479, costing 
$191,569.50. The company also purchased bonds, which | 
are convertible into stock, amounting to $178,000, for | 
$7,439.25. There was also expended upon the grading of 
the road, between Owensboro Junction and Kudairville, | 
$149,227.88, and for a lot of ground in Owensboro, floating | 
debt and other expenses incidental to the purchase, $62,- | 
447.06, making the total cost of the road $410,683.69. | 

“Under resolutions of the stockholders and directors of | 
this company, the Owensboro & Nashville Railroad was sold 


& Nashville Railroad Company from that date and operated 
by it since that time. 

“On Novy. 10,°1879,this company made an agreement with 
committee representing the bondholders of the St. Louis & 
Southeastern Railway—extending from Evansville, Ind., to 
St. Louis, Mo., a distance of 160.8 miles, with branches 
from Juncticn to Shawneetown, IIL, 41.5 miles, and from 
Belleville, lIl., to Fallon, Il., 5.9 miles, a total length of 
208.20 miles—for the purchase of that road for the sum of 
$6,500,000, payable $3,500,000 in 40-year 6 per cent. gold 
bonds, of the Nashville, Chattanooga & St. Louis Railway, 
3,000,000 in 99-year 3 per cent. gold bonds of the Nashville, 
Chattanooga & St. Louis Railway, secured by a second 
mortgage on the St. Louis & Southeastern Railway. It was 
subsequently ascertained that the sale could not be made im- 
mediately, aud until this could be done the road was leased 
fram the Receiver on the 26th of December, 1579, at a rental 


of $300,000 per annum, under which lease _ pos- 
session was given your company on Jan. 1, 1880, 
and the road was operated by it until April 1, 1880 


when it was turned over to the Louisville & Nashville Rail- 
road Company as per agreement entered into on March 3, 
1880, by which all the interest that your company had in 
the St. Louis & Southeastern Railway was transferred to 
the Louisville & Nashville Railroad Company, the latter 
being substituted for the former in all its transactions in 
regard to the St. Louis & Southeastern Railway.” 


Connecticut & Passumpsic Rivers. 


This company owns a line from White River Junction, 
Vt., to Derby Line, 110.8 miles, and leases (and practically 
owns) the Massawippi road, from Derby Line to Sherwood, 
P. Q., on the Grand Trunk, 84.7 miles, and a branch to 
Stanstead, 2.0 miles, making in all 147 miles worked, It 
formerly leased the Southeastern and now controls the Mon- 
treal, Portland & Boston road in Canada, but their accounts 
are kept separately, The report is for the year ending June 
30, 1880. 

The equipment consists of 28 engines; 14 passenger and 9 
mail ond baggage cars; 9 saloon cars; $20 freight cars; 100 
stock cars; 2 boarding-house and 8 crane cars, besides ‘** the 
necessary snow plows, gravel, wood, push and hand cars.” 

The general account is (condensed) as follows: 


Stock (G10,.725 per mille)... ccocscccssccsccccsceves .$2,175,700,00 
Bonds payable April 1, 1893 ($13,114 per mile), . 1,436,500,00 
DRE. bad Na awisa el shhh basussebeds Jaaceus 377,008.57 


48,585.63 
8,830.17 
275,250.28 


Sundry accounts and balances......... 
Karnings. .. 
Reserve 





Total . pes enc vcccvece ccc cMhgekete.Oo 
Construction ($31,259 per mile).... $3,447, 8% ” 
Southeastern Railway Co, notes. . 802,825.00 
Misissquoi & Clyde Rivers bonds....... 225,000.00 
Southeastern Railway Co. bonds..... 100,000,00 


Memphremagog House... caes bhbase 
Mount Washington Railroad stock.,.... 
Steel rails on hand........ ....... 
Cash and materials. ... 
Land notes 


26,416.14 
13,600,00 
48,000.00 
151,602.21 
7,106.01 
— $4,521 ,874.65 

The bonds outstanding increased $58,000, and notes 
$144,008.57 ($123,000 are not payable until July 1, 1881). 
No additions have been made to construction account, The 
company owns 200 acres of land at Lyndonville and about 
2,000 acres of wood land near its line, with a number of 
dwellings and other buildings not used for its business. 

The traffic of the year is reported as follows : 





Train mileage: 1870-80. 1878-79. Inc. or Dec. P.c 
Passenger 250,645 253,605 1. 6.038 2.4 
Freight... 184,358 160,498 1. 23,860 14.0 
ee are 5,077 7973 VD. 2,896 36.1 

ere 449,078 422,076 L 27,002 6.4 
Passengers carried. 156,034 135,404 I, 21,440 15.8 
Passenger mileage . 6174,878 4,400,575 1. 1,774,808 40.3 
Tons freight carried..... 219,604 136,115 1, 85,4890 OL. 
Tonnage mileage ......13,670,4522£8,574,448 1, 5,006,004 58.3 

Showing an increase in all classes of paying traffic. The 
earnings were as follows: 

1879-80. 1878-79). Inc. or Dec, P. ec. 

Passengers... ....$228,463.52 $194,276.34 1. $34,187.18 17.6 

DVGMEMS... ccc 365,747.58 204,477.18 1. 71,270.40 21.0 

Mailsandexpress 26,800.20 26,168 06 I. 631.24 2.4 

Rents.. .. 9,275.96 10,022.93  D, 746.97 7.5 

$630,287.26 $524,045.41 1, $105.41.85 20.1 

Expenses . 451,408.17 $24,447.51 1. 106,060 66 33.7 

Net earnings $108,879.00 $200,497.90 D, $lul8.8L 0.8 
Gross earnings 

per mile... 4,287 .67 3,571.06 1, 716.61 19.9 
Net earnings per 

mile beer 1.350. 72 1.363.935 D, 4.21 0.3 
Per cent, of ex : 

penses ck 68.44 61.80 1 6.64 0.1 


The company have built, at their shops at Lyndonvifle, 40 
new freight cars and bave purchased one new passenger car 
and six second-hand iron freight cars, the cost of which, 
with that of 1,600 tons of new steel end 412 tons of new 
Besides these 
betterments, 40,920 new ties have been laid and 6,856 rails 
have been repaired and relaid, and 200 freight box cars pur- 
chased from the Wagon Manufacturing Company, which 
have been paid for from the surplus earnings of this and pre- 
vious years. 

The income account was as follows: 

Net earnings as above........ 
Interest received ~ 


. $198,879.09 
ee 27,260.72 
Total ‘ ap 
Interest on bonds and notes.... 
Interest on Massawippi bonds 
Dividends ‘ 


- $226,139.81 
$106,610 
24 000 
90 048 


220,658.00 
Surplus ... $5,481.81 
Interest received by Treasurer 16, L00,02 
_ $21,581.83 


Surplus for year. . : 
105,308,354 


Surplus earnings from last year’s report ... 


$126,080.17 
From which deduct costof 200 new freight box cars 


purchased oo 118,150.00 


Leaving surplus now on hand : . $8.830.17 
This result is considered favorable. All charges have been 
met and the equipment materially increased without increas- 
ing construction account or adding to the debt. The present 
floating debt is entirely for amount expended in obtaining 
and completing the Montreal, Portland & Boston Railway, 
which is now operated and controlled by the Southeastern 
Railway, and paying interest monthly on all money ex- 
pended. Against the amount of this floating debt, $318,- 
008.57, the company holds good notes for $319,006.36, bear- 
ing six per cent. interest. 
A favorable contract has been made with the Portland & 
Ogdensburg Railroad, and the relations with all connecting 


to the Louisville & Nashville Railroad Company March 23, | roads are friendly. 


1880, the latter company agreeing to reimburse your com- 


The bridges on the line have been carefully looked after, 


pany for aj] expenditures of every. kind incurred by it on ac- | and are in thorough repair, and considerable improvements 


count of the Owensboro & Nashville Railroad, an 


in pursu- | have been made in the wharf and otiier property at New 


ance of this sale, the road was turned over to the Louisville ' port. 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—All persons connected with this paper are forbid- 
den to ask hor s under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THe RAILROAD GazeETTE. Communica- 
tions for the attention of the Editors should be addressed 
Eprtork RAILROAD GAZETTE. 





Advertisements.—We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in our news accurate and complete if they 
will send us early information of events which take place 


under their observation, such as changes in railr offi- 


cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement, Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
eye annual reports, some notice of all of which will 
e published 


THE WABASH AND BURLINGTON CONFLICT. 


The conflict hetween the Wabash, St. Louis & Pa- 
cific and the Chicago, Burlington & Quincy companies, 
concerning each other's “right” to construct a rail- 
road for some 150 miles through the southern tier of 
counties of Iowa, has attracted very general attention, 
due, doubtless, to the importance of the com- 
panies rather than to the importance of the pro- 
posed new line of railroad, and to the great injury 
which two such gigantic corporations might do each 
other if neglectful of their own interests. The cir- 
cumstances are, however, not at all novel. Almost 
every year the question arises which of two or three 
railroad companies shall build on or near a given line, 
or whether when one company has already built on 
it another shall build so close to it as to 
serve substantially the same territory, in order to 
carry out the purposes of the corporation. It is not 
always necessary for two roads to be close together 
in order for them to serve the same territory. If they 
serve as outlets for the same traffic they will be essen- 
tially duplicate, though they be a hundred miles 
apart, as two railroads from one city or district across 
a desert to a common outlet would be; in another 
location they may be not a mile apart, and yet each 
have a work to do that the other cannot properly do, 
as is the case with hundreds of street railroads on 
parallel streets, perhaps but a single block apart. 

What, then, shall we understand as the “ territory ” 
of a railroad company to which it lays claim, and the 
*‘ invasion” of which by another company by the con- 
struction of a road across it it resents as a violation of 
its “ rights?” Of course there is no reference here to 
legal rights. In most states there is no legal obstacle 
to the construction by any corporation of roads imme- 
diately adjoining the right of way of any and every 
other road. But it isnevertheless felt that todo this would 
be an invasion of the rights of the company that had 
already built on the route, except where the old line is 
followed for a few miles only to connect two diverging 


city. 


ing as to the rights of a company in the territory 
which it occupies by saying that a company considers 
that a rival road should not be constructed across a 
| territory which it already accommodates sufficiently, 
and whose traffic is not sufficient to support two roads; 
and that in districts unprovided with railroads and be- 
ginning to need them, that company should have the 
first chance to build them which can best make them 





date the new district by a branch or extension 25 miles 
long, while the other would have to build 50 miles to 
serve it equally well, the first should be permitted to 
occupy the country if it will; or if one will give a 
much shorter outlet than the other to a common 
market, it should have the preference, etc. 

As for duplicating existing lines, that is a matter 
which usually takes care of itself, though not always. 


traffic which the old one has, and even if this is at the 
time sufficient to support two roads, any serious at- 
tempt to build a new one is almost sure to result in 
such a reduction of rates as will leave none too large a 
profit for one. 

In some cases two or more companies could construct a 
given line or branch with equal advantage. Imagine two 
parallel lines forty miles apart, 200 miles from a common 
terminus. If the northern line constructs a branch 
south to the southern one it amounts to precisely the 
same thing as if the southern road constructed a branch 
north to the northern one. It is easy to see that con- 
flicts might arise in this way, by both companies de- 
termining about the same time to build such a branch. 
The remedy is a mutual agreement, which is quite 
generally resorted to, and, when nothing else affects 
their action, we usually see that one road pushes out 
its branches about half way to the parallel line. In 
this way they interfere with each other least and have 
no common stations except when the outer ends of 
two opposite branches may happen to be at the same 
place. 

But a company cannot preserve its rights in a given 
territory unless it stands ready to construct a road at 
the time it is needed, and this matter does not depend 
wholly on the temper of neighboring companies by 
any means. The communities which use the railroads 
usually have a good deal to do with the construction 
of new branches, and though they are pretty sure to 
choose the outlet which will requi:» the least capital 
expenditure, yet. if the nearest 1.-iroad will not help 
them to a branch, they will go to any other, however 
distant, if thereby they can get the outlet they want. 

All this applies very well to roads built for local 
traffic in country previously lacking means of trans- 
portation, and without important traffic centres. But 
just as soon as the element of through traffic appears, 
or access to a traffic centre of some importance, this 
will not suffice to govern the action of the roads, and 
their almost universal action shows that they do not 
so consider it. Every road that passes near a great 
traffic centre is bound to have a share of its traffic, 
and it is not thought strange if it builds twenty miles 
or more of line directly alongside another road in 
order to secure sucha share. And if there happens to 
be considerable traftic originating on its lines which 
is bound to a comparatively unimportant place on the 
line of a parallel road not very far distant, it usually in 
time secures a branch of its own to that place. 

All this is abundantly illustrated by the history of 
the three parallel roads across Iowa that are in‘ the 
Omaha pool. Generally they seem to have conceded 
that each company should build branches only to 
points which were nearer to it than to the parallel line. 
The Rock Island has built several branches, all of 
which, we believe, follow this principle. The Chicago, 
Burlington & Quincy has built a great many more, 
and only one of these reaches much further 
north than half way to to the Rock Island. On the 
south until recently nothing was in the way. 

But these three roads also illustrate the rule that an 
important through traftic will be sought by all roads 
that can reach it without much diversion from their 
course. The Chicago & Northwestern was the first 
road through to Council Bluffs, and for some time it 
had all the Union Pacific traffic. The Rock Island is 
twenty to forty miles south of the Northwestern, and 
the Burlington about the same distance south of the 
Rock Island, yet the two latter roads, keeping well 
apart and away from the Northwestern until very 
near their western termini, converged nevertheless 
at Council Bluffs, in order to share the Union Pacific 
through traffic. Further, these roads also illustrate 
the rule that a subordinate traffic centre on 
one road will be sought by branches of par- 
allel roads if considerable traffic for that place origi 





parts of its system; that is, if one road can accommo- | 


A new road could expect to get but about half of the | 


parts of the new road or bring it into some town or nates on those parallel roads. Des Moines isa quite un- 


important freight traffic centre (except for coal ship- 


We imagine that we will tolerably express this feel- | ments), but as capital of the state there is considerable 


travel to it from all other parts of the state, and both 
the Burlington and the Northwestern have considered 
| it important that they should have branches of their 
|own connecting their roads with it, and have recently 
| secured them, apparently without any feeling on the 
| part of the Rock Island that its “‘ rights” have been in- 
| vaded, though very likely it would prefer to own those 
| branches itself. 
| Now, in the matter now in dispute between the Bur- 
|lington and the Wabash, there can be no doubt that 
| the Burlington’s branches, most of them constructed 
|since 1873, do very fully accommodate the traffic of 
| the southern tier of counties of Iowa, across which, for 
|gome 125 miles, the Missouri, Jowa & Nebraska now 
purposes to extend its line. For more than 40 miles 
west of the present terminus of the latter road the 
Burlington has a branch very close alongside of the 
projected extension, and thence to the Missouri it has 
| no less than five north-and-south branches which the 
| extension will cross, so that there is now scarcely any 
| land on the line more than ten miles from one of these 
branches. 

And we do not think much stress can be laid on the 
claim of the Missouri, lowa & Nebraska because of its 
projecting its line long before the Burlington’s 
branches were built or thought of, which Mr. Joy 
sets forth in his interesting letter to the President of 
the Wabash, published elsewhere. One cannot ‘‘ pre- 
empt ” a railroad route, at least not for a long period. 
As we have said before, a company to maintain its 
‘‘rigbt” to any territory must stand ready to supply 
it with a railroad as soon as it needs one—that is, as 
soon as a railroad there will pay anybody. If parallel 
roads are willing to wait, the country won’t. Now 
the Missouri, lowa & Nebraska probably did its best 
to complete its road, but it stopped about 1873 some 
170 miles from the Missouri River, and the Burlington 
was perfectly justified in occupying the intervening 
country with its branches meanwhile. 

Now, however, the Missouri, Iowa & Nebraska is not 
a little road a hundred and twenty miles long, stretch- 
ing from Keokuk about half way across Iowa ; it is a 
section of the Wabash, St. Louis & Pacific, which has 
roads of its own over which it can take the traffic de- 
livered at Keokuk to Chicago or Toledo, the latter a 
distance of 450 miles. Moreover it has a road of its 
own from Council Bluffs southeastward, which an 
extension of the Missouri, lowa & Nebraska about 100 
miles will reach, enabling the Wabash to utilize some 
700 miles of existing road for Omaha traffic. Evident- 
ly itisno longer a question of accommodating the 
local traffic that impels the extension of the Missouri, 
Iowa & Nebraska. We believe that it has lost any 
right to construct a line for that traffic, but it has an- 
other right, that of securing ashare of the through 
traffic from Omaha, which is just as good. Only 1€0 
miles of road stand in the way of its making a 
reasonably short through line between Council Bluffs 
and Chicago, able to compete on something like equal 
terms with the three existing lines in the Omaha 
pool. The same 100 miles will give it a, short line 
between Omaha and Toledo. It cannot be supposed 
that it will neglect to complete these two long 
lnes, simply because this section of 100 miles 
is not needed for local traffic, and not only can 
gain little profit from such traffic, but must reduce the 
traffic and profits of several branches of a rival road. 
With the roads as they stand now, the Missouri, lowa 
& Nebraska must in some way be brought to a connec- 
tion with the Omaha line of the Wabash, for the sake 
of the through traffic, just as the Rock Island and the 
Burlington itself were made to have termini at 
Council Bluffs, though the Northwestern was already 
there. 

It does not follow that the Wabash and the Burling- 
ton must, or should, fill the southwestern corner of 
Iowa with a network of unprofitable railroads. If the 
two companies will only have a due regard to each 
other’s and to their mutual interests, we think a way 
out may be found by which the Wabash may secure, 
what it is bound to have, a line from Keokuk to Coun- 
cil Bluffs, while the Burlington’s interests in the local 
traffic west of Humeston may be very little injured, 
This might be done by extending the Mount Ayr 
Branch of the Burlington westward to a junction with 
the Omaha line of the Wabash (less than 50 miles), and 
giving the Missouri, lowa & Nebraska running rights 
over, and perhaps a half interest in, all that part of the 
branch from Humeston (where the Missouri road 
now touches this branch) to such junction, more 
than a hundred miles, with such regulations as to 
the local traffic on that section as might be judged 
equitable. The Wabash has always used the 21 miles 
of the Chicago, Burlington & Quincy between Camp 
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Point and Quincy, Ill., in this wag, paying a fixed 
rental, and using it in common with the trains of the 
company which owns the road. In this way only 
about 50 miles of new railroad would have to be 
built, while the present plans of the two com- 
panies, which they seem to be carrying out as fast 
as possible, contemplate the construction of more than 
250 miles, and all of it in a district fully supplied with 
railroads; while, very likely, if the 250 miles are built, 
the receipts from the traffic of this country will be 
much less than if only the smaller mileage has to be 
supported. 

It will be a great pity if the 200 miles of needless 
railroad are built. The country will be none the rich- 
er, and the two companies will be decidedly the 
poorer because of them, and asa matter of national 
economy the capital ought to be invested where it will 
be useful—put into roads that are really needed. The 
case is somewhat similar to the projected building of a 
new road from Quincy to Chicago in the interest of the 
Hannibal & St. Joseph, against which we wrote some 
time ago, and which a contract between the Burlington 
and the latter company happily prevented to the mutual 
benefit of both companies, without doubt. Wecan hard- 
ly hope that the new difficulty will be settled so easily, 
however. When matters have gone to certain lengths 
in a contest of this kind, the contestants sometimes 
have little disposition to negotiate, and hardly seem 
able: to understand each other’s reasonable rights and 
claims. 


GRADE CROSSINGS. 


Comparatively few people, even among railroad 
men, realize how great and serious a question the 
multiplication of grade crossings is becoming, 
especially in the West. The topographical conditions 
in the East greatly restrict the danger from such 
crossings as wellas their frequency, but throughout 
vast regions of the West there is absolutely nothing to 
prevent a railroad being built from anywhere to any- 
where in very nearly an air line, if the projectors do not 
object—and it is rare that they do object—to what 
are known among them as ‘‘ moderate” grades of 40 
to 80 ft. per mile. As a consequence, many im- 
portant railroads have little or no assurance that cross- 
ings may not be demanded of them sooner or later 
on any single mile of their track, and it becomes of 
great importance to determine how strenuously they 
should oppose such crossings, what expense they may 
and should incur to avoid them, and what can be 
done to reduce their disadvantages to a minimum 
when unavoidable. 

There are some signs, also, that several of the state 
legislatures are more or less disposed to look into the 
question anew and modify or restrict the freedom with 
which grade crossings can now be demanded. This 
disposition, beyond doubt, would be greatly strength- 
ened if the difficulties and disadvantages of the pres- 
ent custom were intelligently and justly presented to 
them by those who are now the worst sufferers, and 
reasonable and proper action requested. 

Very exaggerated ideas, nevertheless, asto the direct 
cost of such crossings exist in the minds of many rail- 
road men, as witness the frequent statements that 
‘*every stop costs a dollar,” and even still larger esti- 
mates of the cost are made. When the crossing is so 
situated that the size of trains must be diminished, a 
much larger estimate may be reasonable, but the bare 
stop itself is not nearly so expensive as is generally 
imagined. The salaries of officers and agents, the cost 
of loading and unloading, the cost of train wages, of 
buildings, bridges and many similar expenses are not 
affected at all, and these include, as nearly as may be, 
50 per cent. of the total expenses of a railroad. The 
expenses which are increased are for motive power, 
maintenance of cars and way, but when looked into 
in detail it is surprising how little room there is for 
high estimates of the direct cost of a stop in any of 
these departments. 

The truth is, we take it, that much of the exaggera- 
tion which exists in the mind of railroad men as to 
the cost of stops at crossings springs from the_fact that 
it is a palpable and evident inconvenience and annoy- 
ance, and it is a weakness of human nature to exagger- 
ate the evils of a course which we do, not like to take. 
There is, to be sure, a very real direct expense—albeit 
one wholly beyond estimation or analysis—resulting 
from this very delay and inconvenience. More time 
is liable to be lost, accidents are more likely to occur, 
etc., etc., the bare posibility of which is very disagree- 
able, but the actual result does not add greatly to the 
cost of an ordinary stop on favorable gradients. 

But when the crossing is so badly situated that it 
has, or may have, a limiting effect upon the length of 
trains, the cost, of course, becomes enormously 
greater. The expenses, which vary with the number 
of trains, the traffic remaining the same, including 





only train expenses and a small portion of the cost of 
maintenance of way, are, roughly speaking, 35 cents 
per mile run, or $35 for a trip of 100 miles, and if the 
effect of the crossing is to complete the cutting off of 
5 per cent. of the engine load, the cost of each stop is 
$1.75 in addition to the direct cost. Nota few of the 
crossings which have been and are forced upon exist- 
ing railroads, or too hastily granted, are of this char- 
acter, and in very many of the states there is no recog- 
nized and definite legal protection against the most 
ruinous cases of this kind, any more than if the cross- 
ings did not limit trains. 

This is, of course, 2 most unfortunate and shameful 
state of things, which pressingly requires correction. 
But it is an evil which, as we said before, the older and 
more important railroads might easily remedy by a 
united effort to secure reasonable and proper re- 
strictions. Unfortunately, they overreach themselves 
by asking far too much. 

The theory of the present laws is a very simple one; 
something like this: 

1. ** Railroads are a supreme public necessity, and 
no private interest or ownership shall be allowed to 
stand in the way of their cheap and easy construction. 

2. ‘*When two railroads want the same spot of 
ground they shall occupy it in common.” 

Unfortunately, like most short and easy cuts to 
justice, it is unequal and unfair in practice. 

The theory of the great existing railroads is equally 
simple, and would—if it were allowed to prevail in 
practice—be equally unfair: 

1. **Our railroad 1s a much greater public benefit 
than these other new projects, and we have bought 
and paid for our property. 

2. ‘If they want to pass over our property they 
must keep out of our way.” 

This preposterous attitude—from corporations whose 
very existence was made possible only by the exercise 
of the supreme power of the state, and whose very 
nature is to perform one of the duties of the state to 
the public—-is all but universally assumed by established 
corporations in discussions of crossing cases—except 
in those cases when they wish to build branches or sid- 
ings over a rival’s road. They are very quick to point 
out that the Podunk Railroad Company ean build an 
over-crossing for less money than they lose by a 
grade-crossing, but they do not prove their faith by 
their works to any great extent by offering to pay a 
reasonable proportion of the extra cost of the course 
they desire. Even when they do so, there being no 
recognized tribunal, to decide the matter, they will 
higgle and chaffer over the amount to be paid till the 
whole negotiation goes for naught. In very many in- 
stances when $10,000 would have secured an over- 
crossing, the company concerned would only offer 
$5,000 and so has enforced upon itself the loss of an 
equal sum annually forever. 

The solution of the whole matter seems comparatively 
simple. The law very properly takes the position that 
mere priority of construction shall be allowed little or 
no weight. All railroads alike are supposed to be of 
pressing necessity to a certain number of people— 
many or few, as the case may be—and the necessities 
even of a very few are given greater weight than a 
loss and inconvenience which are comparatively 
trifling to each individual affected, and can 
only become very large when distributed among 
a large number of people. This is all right and 
proper as far as it goes, but the law should also take 
this further precaution: without paying any attention 
to the vested interests concerned, as such, it should 
endeavor to enforce that course which is for the best 
interest of the entire community considered as a 
whole, and which involves the least waste of human 
labor and property; and it should endeavor to dis- 
tribute the cost of so doing as nearly as may be in pro- 
portion to benefits derived, and in such manner that 
each party shall be benefited, by taking what is ab- 
stractly the proper course. All this might be obtained 
by something like the following simple provisions: 

Every railroad hereafter attempting to cross another 
at grade, should be obliged to pay to it and be entitled 
to receive from it a certain minimum sum, say 25 cents, 
for each stop which is thus rendered necessary ; the 
settlement, of course, being by a balance at the end of 
each month. ; 

This provision alone would make both parties anx- 
ious to avoid a level crossing if possible. Furthermore, 
either party wishing to avoid a level ,crossing should 
be at liberty to Jocate an over or under-crossing on un- 
objectionable gradients, and to demand the appoint- 
ment of arbitrators in the usual manner. It should he 
the duty of these arbitrators, first, to determine that 
the grades and alignment of the new line are 
of asuitable and appropriate character, or to make 
them such ; secondly, to determine the excess in cost, 
if any, of the over-crossing over the grade-crossing, 








and thirdly, to assess this difference in cost upon the 
two lines in proportion to the benefit to each of avoid- 
ing a grade-crossing, provided that in no case should 
the new line pay less than say one-third of the total 
excess; and when it is likely to run half as many 
trains it shall pay half this excess, 

These three provisions seem calculated to accom- 
plish what every good law ought to accomplish. They 
would make it for the interest of both parties to take 
that course, which would be best for their joint inter- 
est, if they were one corporation. Thus, supposing 
a new road, which will run say five trains a day wishes 
to cross a trunk line running 50 trains a day. The ac- 
tual loss to the community of a grade-crossing at such 
a place is the cost of stopping 55 trains a day, and the 
new road would actually be called upon to pay the other 
for 45 stops per day, which at 2) cents each would 
amount to over $4,000 per year, or the interest on over 
$60,000. The actual cost of an over-crossing, however, 
will very rarely indeed exceed $20,000, and both roads 
would therefore be glad to pay their share of an over- 
crossing in such a case, which would amount to 
$13,333 in the case of the old road, and $6,667 in the 
case of the new road—a mere bagatelle to each in 
comparison to the benefit received. On the other 
hand, if the new project wanted to cross another 
minor line like itself, running say five trains a day, 
neither road would be likely to move for an over-cross- 
ing, nor is it for the interest of the community, con- 
sidered as a whole, that they should do so. 

There would still remain, however, and probably 
there will always remain, a great and increasing 
number of grade-crossings. An ultimate remedy for 
the cost of stopping at these will probably be found 
sooner or later by the invention of a system of cross- 
ing signals so nearly perfect that the additional pre- 
caution of a stop would seem absurd, There are many 
loose ideas as to what constitutes a perfect system, but 
at the same time it is not true at all that every element 
of danger must be wholly eliminated before any saving 
of expense, however great, is permissible. We may see 
this forcibly illustrated in the very fact that grade- 
crossings (which are nearly always avoidable at 
moderate cost) exist at all, for they are not only a con- 
tinual source of danger after all has been done that 
can be done, but they are also almost invariably more 
expensive to the two roads combined than an over- 
crossing which would give absolute safety. 

By the use of effective interlocking and distant 
signals at crossings, the danger of collisions may be 
diminished to such a degree that almost, if not quite, 
the same degree of safety may be secured as by the 
dead-stop rule. The Railroad Gazette of Jan. 2 of 
this year contains an article in which an attempt was 
made to show the conditions which must be observed 
at draw-bridges to secure a reasonable degree of safety 
without observing the dead-stop rule. All these con- 
ditions, excepting the first, are equally applicable to 
grade-crossings as to draw-bridges, and in the article re- 
ferred to were summarized as follows : 

‘*1. No draw-bridge is safe without a signal which 
is interlocked with the bolt or lock that secures or 
fastens the bridge in its position. 

**2, The slow-up should not be substituted for the 
full stop rule unless there is an eflicient interlocking 
system of home and distance signals, and the locomo- 
tive runners are at the same time subject to constant 
and rigid supervision at the point where the distance 
signals are located, or, in the absence of this, some 
effective appliance is added to the distance signals to 
remind the locomotive-runner of its position by 
an appeal to some other sense than that of vision. 

“3. With interlocking distance signals, and in any 
location, the speed of the train in passing them should 
always be so slow that a full stop could be made by 
applying the hand-brakes and reversing the engine in 
half the distance from the bridge.” 


Broken Stay-Bolts. 


During the session of the last Master Mechanics’ Conv en- 
tion held in Cleveland, some doubt was expressed about the 
reliability of the method of testing stay-bolts by sounding 
them with a bammer. One of the members then promised 
to have an old boiler tested, the fire-box of which would re- 
quire renewal. Before taking out the latter he proposed 
having an experienced man sound all the stay-bolts, and 
mark each one that he thought was broken. The fire-box 
was then to be taken out and all the stay-bolts to be exam- 
ined to see whether the inspector had discovered all the 
broken ones. The following letter, which has just been re- 
ceived, gives a report of this interesting test : 

“A few days ago the fire-box plates of one of our engines, 
which has been in service for about nine years, indicated ‘by 
their change in form that some of the stay -bolts were broken, 
and as the fire-box was otherwise not in good condition, it 
was determined to take it out and renew it. Before doing 
so, I concluded to try the experiment which was proposed 
by you at Cleveland. I therefore had all the stay-bolts 
tested by sounding them with a;hammer, and those that the 
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inspector reported broken were marked. The fire-box was 
then cut out. Every one that was marked was found to be 
broken as reported. Some of those which he pronounced 
sound we found were nearly broken, not more than } in. 
of sound metal remaining in them. These the inspector could 
not detect. There were altogether 103 broken stay-bolts, 
every one of which he discovered and marked. Some had 
corroded away so that their form was somewhat like fig. 2. 
He did not discover any of these, nor those that were broken 
nearly through, so that the section was like fig. 1, the shaded 
portion representing the solid metal. 

“A singular thing was that all the broken and partly broken 
bolts had the fracture and defects near the outside plate of 
the fire-box, some close to it and others about 14 in. from it. 

“‘ Ip sounding bolts in this way the sense of feeling seems 
to be as acute as that of hearing. This is illustrated by the 
difference in feeling to the hand which holds a hammer in 
driving a nail into soft wood and in striking an anvil. 

“The broken stay-bolts at the point of fracture showed 
granulated iron, but in breaking some of them in the ceutre 
the fracture was fibrous. The iron was good originally—we 
use the very best iron for stay-bolts that we can get. They 
were 1¢ in. diameter and spaced 4 in. from centre to centre. 
All that were found broken were in the flat surfaces of the 
sides of the fire-box. They must all have given way about 
the same time, as we keep two boiler inspectors on duty, one 
during the day and the other at night. Their business 
s to do light boiler repairs and report anything unusual in 





the appearance of the boilers. They have the power to say 
that a boiler is unfit torun. When they do this the foreman 
of the boiler shops examines it in person. If he condemns 
it the engine is laid up until the Master Mechanic makes an 
examination and orders the necessary repairs. We take no 
risk with boilers, and finding so many broken stay-bolts has 
led to still greater vigilance. 

**Some master mechanics, I am told, never examine their 
boilers, and some of the latter have been running 24 years 
without inspection. It is hard to see how they dare incur 
such risk. The bad water we have compels us to take 
out the tubes and crown-bars about every 12 months, 
When this is done the boilers are cleaned and a careful ex- 
amination is made for defects, of which more are discovered 
than most people have any idea of.” 

If any confirmatory evidence was needed, this interesting 
report would seem to be sufficient to show the importance of 
providing some means for detecting broken stay-bolts. A 
few years ago the plan of using hollow or tubular bolts was 
very popular, but there was difficulty in getting a good qual- 
ity of iron, rolled in a tubular form, besides it was much 
more expensive than solid iron. The fact, though, that stay- 
bolts in nearly all cases break next to the outside fire-box 
plate has been observed before, and is confirmed by the ex- 
perience of our correspondent. From this fact it is appar- 
ent that by simply drilling a hole into the outer ends of stay- 
bolts, as shown in fig. 3, it would provide the means of de- 
tecting the great majority of those which break. This 
plan is now used on a number of roads. It costs lit- 
tle, and no change in the kind or quality of the iron 
used for such bolts is necessary. On one road on 
which this plan was adopted the leakage from 
broken stay-bolts was so frequent that the men in the shops 
objected to their use. It is hard to understand the obtuse- 
ness which would lead those exposed to the danger of boiler 
explosions to hold such opinions. The fact is that when 
stay-bolts are drilled, as described, their breakage is dis- 
covered at once. This, no doubt, is at times annoying. 
Therefore those who must make repairs say we would 
rather not know when they break, because then we will be 
saved the trouble of replacing them. There is abundant 
experience to prove that for safety some means must be 
provided for detecting the fracture of stay-bolts. Other- 
wise boilers are quite certain to run in a condition either 
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little better, or possibly worse, than that of the boiler which 
our correspondent examined. The best safeguard now 
known is that of drilling a hole an eighth or sixteenth of 
an inch in diameter, and from three-quarters to one inch deep, 
in the outer end of the bolt, as shown in fig. 3. 


Record of New Railroad Construction. 


This number of the Railruad Gazette contains informa- 
tion of the laying of track on new railroads as follows: 

Missouri, Iowa & Nebraska.—Extended from Corydon, 
Ia., northwest to Leroy, 20 miles. 

Fulton County.—The extension of this road to West 
Havana, III., is nineteen miles long, 2 miles more than re- 

ported last week. Gauge, 3 feet. 

Ohio Central,—Track laid from Bush’s, O., northwest to 
Fostoria, 105 miles. 

International & Great Northern.—Extended from Onion 
Creek, Tex., southwest to San Marcos, 15 miles. 

Chicago, St. Paul, Minneapolis & Omaha,—The Nebraska 
line is extended from Ponca, Neb., south 15 miles. The 
Omaha Division is extended from Oakland Neb., north to 
Lyons, 10 miles. 

Detroit, Mackinac & Marquette—Track laid from Point 
St. Ignace, Mich., west by north 5 miles. 

Gulf, Colorado & Santa Fe.—Extended from Temple, 
Tex., northwest to Little River, 10 miles. 

Southern Pacific.—Extended southeast to San Simon, N. 
M., 11 miles. 

Pittsburgh, Titusville & Buffalo.—Track is laid on the 
Titusville & Oil City Branch, from Oil City, Pa., north to 
Petroleum Centre, 9 ioiles. 

Keokuk & Northwestern.—The first track is laid, from 
Keokuk, Ia., north by west to Wright’s, 12 miles. 

Atchison, Topeka & Santa Fe.—Extended southward to 
San Marcial, N. M., 15 miles. 

George’s Creek & Cumberlund,—Extended west to Ocean 
Mine, Md., 5 miles. 

Denver & Rio Grande.—The New Mewxico Division is ex- 

tended from Tres Piedras, N. M., southward to Servilleta, 10 
miles. The San Juan Division is extended from Boydville, 
Col., west to Los Pinos, 7 miles. Gauge, 3 feet. 
This is a total of 251 miles of new railroad, making 3,539 
miles thus far this year, against 2,064 miles reported at the 
same time in 1879, 1,245 miles in 1878, 1,835 miles in 1877, 
1,599 miles in 1876, 761 miles in 1875, 1,082 miles in 1874, 
2,691 miles in 1873, and 4,765 miles in 1872. 


THE Grain Exports from all United States ports for the 
eight months ending with August are reported by the Bu- 
reau of Statistics to have been 176,212,491 bushels this year, 
against 148,141,927 last year, showing an increase of 28,070,- 
564 bushels, or 19 per cent. The flour exports increased in 
the same time comparatively little—5!¢ per cent. This in- 
cludes the San Francisco exports, which last year were very 
large. The quantities from each port are not given for the 
eight months, but are for August of this year, and were as 
follows : 





R, P. c, 

Bushels. of Tot’l. Bushels. ef Total. 
New York..... 14,561 232 43.5 | Galveston .... 1,000 ees 
Boston......... 2,084,882 6.2 | Huron*....... 641,514 1.9 
Philadelphia .. 3,477,829 10.4 | Miamit....... 1,583,732 4.7 
Baltimore. ... 6,903,404 20.6 | New Haven.. 13,325 guns 
New Orleans.. 1,451,123 4.3 | Portland ..... 175,165 0.5 
San Francisco 1,049,833 3.1 | Richmond.... 180,643 0.6 
Buffalo Creek. 700 ve —-—_—— _ --— 
Chicago. weveee 1,168,930 3.5 | Total.........33,530,034 100.0 
Detroit........ 221,722 0.7 | 


* This is the customs district in which Port Huron is situated. 

+** Miami’’ includes the port of Toledo. 

In the a bove flour and corn-meal, reduced to bushels, are 
included with grain. 

The San Francisco exports are much smaller than was to 
be expected. The crop year isa month earlier there than 
on this coast, and all the wheat should be ready for market 
by August, when twice the average monthly exports of the 
year might be expected. The Baltimore exports are ex_ 
ceptionally large, August (and the last part of July) being 
the time of Baltimore, largest wheat receipts, they are two 
or three times as great then as on the average. The exports 
from Chicago include only shipments to Canadian ports not 
consigned through Canada to places in the United States, 
such as are taken to Goderich, to elevators at Sarnia and 
to Kingston. The New Orleans exports, though but a small 
proportion of the total, are large for New Orleans, especially 
at this time of the year ; moreover, they were seven-eighths 
wheat, and hitherto New Orleans has exported little but 
corn. The exports from Huron (Port Huron) include grain 
delivered there by the railroads consigned to Canadian points 
—all Grand Trunk business, doubiless, as the Great Western 
has no rail connections west of Sarnia. The Miami (Toledo) 
exports were by lake to Canadian ports, They are seen to 
be a very considerable quantity—more than the Chicago, 
San Francisco or New Orleans exports. Of the total ex- 
ports 26,287,073 bushels or78 per cent. were wheat and 
wheat flour ; of this New York exported 35.2 per cent., 
Baltimore 25.2, Philadelphia 10.1, Toledo 5, New Orleans 
4.9, and Boston 8 per cent. 





Tse JOINT EXECUTIVE CoMMITTEE MEETING last Friday 
was a somewhat formal affair, it being called only to ratify 
certain acts of its Standing Committee, and not to discuss, 
propose or act upon any new business. For this reason, 
doubtless, it was not very fully attended, the more distant 
companies preferring to say yes by mail rather than to send 


proceedings shows that special precautions are to be taken to 
prevent rebates through contracts for exports and other- 
wise. These contracts, by the way, which have been filed 
with the Commissioner, are much less extensive and im- 
portant than was feared, and already nearly or quite all the 





an officer to do it by word of mouth. The report of the | 
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export contracts have been fulfilled. The contract for carry- 
ing live hogs to Boston made by the Erie for a yearisa 
more serious matter, and so far the only remedy found— 
which is not a remedy for the railroads, but only for their 
other Boston customers—has been to reduce the live-hog 
rate to Boston and New England five cents, to a level with 
the contract rate. Itis said that if this is continued during 
the life of the contract it will amount to a loss of $300,000 
in net earnings to the several railroads concerned. More- 
over, it may make trouble. The immense pork-packing 
business of the West is greatly interested in preserving the 
greatest possible difference between the live-hog and the 
provision rate, and it may object loudly to making these 
rates the same. Moreover, the New York packers, who 
have heretofore paid five cents a hundred less than the 
Boston packers, will not like it if they have to pay the same. 
They could only be satisfied by reducing their rates five 
cents also, and if this were done an enormous traffic would 
be affected. 

Everything now seems to be as peaceful as possible, but 
there are some difficult problems to solve before the danger 
of new trouble can be eliminated, such as the division of the 
traffic among the roads connecting with the terminal lines 
and the apportionment of the Boston live-stock traffic. 


New IssuEs or Capita offered in Europe for the first 
half of 1880 are summed up in the Belgian Moniteur des In- 
téréts Matériels to have amountzd to $803,203,085, of which 
$322,641,796 was of loans to nations and cities (largely re- 
funding loans), $178,304,737 for banks and other credit es- 
tablishments, and $302,256,552 for railroads and other in- 
dustrial enterprises—nearly all for railroads. America 
appears only as seeking capital for railroads, which it did to 
the amount of $163,290,200. France asked for $68,743,846 
for the same purpose, but it appears that the French loans 
offered were generally not taken. ‘‘ Many called and few 
chosen, such has been the lot of the French enterprises sub- 
mitted to the judgment of the public investor,” says the Mon- 
iteur. Great Britain and its colonies follow with $38,935,- 
000, and these three make up nine-tenths of the whole rail- 
road capital asked, the other countries requiring compara- 
tively trifling amounts, as Spain and its colonies $8,820,000, 
Germany $6,327,500, Switzerland $5,794,000, Belgium 
$4,210,083, Russia, Italy, and Holland le: than $2,000,000 
each; Roumania, $500,000. 

As this is a record only of issues of stocks and bonds pub- 
licly offered in Europe, it is by no means a correct account 
of the new capital placed. Aside from the refunding opera- 
tions, by which about as much captal is returned to the 
money market as is taken from it, we have no means of 
knowing how much of the loans offered were actually taken 
up by the public, nor how much was placed privately. Prob- 
ably not much was placed except publicly, however. Finan- 
cial institutions sometimes take the whole of an issue of 
stock or bonds, without public announcement, but then soon 
or late they always offer it tothe public wken they think 
the right time has arrived. Of course, for America this list 
is of comparatively little significance, except to show to 
what extent we have gone publicly into the European mar- 
ket to get capital. Most of our railroads now are being 
built with home capital, but probably this is-partly made up 
by the marketing of the securities of old railroads abroad. 


WaTER RATES have varied very little during the week 
ending with Tuesday. Lake rates have been absolutely un- 
changed, standing at 334 cents a bushel for corn and 41 for 
wheat from Chicago and Milwaukee to Buffalo throughout 
the week, as they did nearly all the previous week. Canal 
rates, too, have continued to stand at 544 for corn and 5} 
for wheat from Buffalo to New York, the only exception 
being that one day rebates of $5 to$10 per boat load were 
given from these rates, which are equivalent to just about 
5 and cent a bushel. Ocean rates have improved a little. 
Wednesday of last week 424d. to 5d. per bushel were the 
quotations by steam from New York to Liverpool ; during 
the following week they have been chiefly 544d and 51'<d., 
were touching 6d., and closing Wednesday at 5)¢d. 

Wednesday the telegraph reports the rate on corn from 
Chicago as 314 to 3% cents, instead of 3°%{, and the canal 
rate as 55, instead of 5% cents on wheat. 

Last Tuesday contracts were reported of three steamships 
from New Orleans to the continent of Europe at 6s. 9d. to 
7s. per quarter for grain (10}¢d. to 101¢d. per bushel), and 
13-32d. to 15-32d. per pound for cotton, and of three sailing 
vessels at 6s, 6d. to 6s. Yd. per quarter for grain. The same 
day seven steamships were chartered to carry from New Or- 
leans to Liverpool at %¢d. to 7-16d. per pound for cotton, 
and 53s. to 54s. per registered ton for general cargo. 

THE NATIONAL ASSOCIATION OF GENERAL PASSENGER 
AND TICKET AGENTS is holding its annual meeting this 
week at the rooms of the Railway Club in Bond street, New 
York, beginning Tuesday. There is a large attendance. 
So far the Association has been engaged chiefly on the rate 
sheet. 





Performance of ‘‘ Consolidation” Locomotives, with 
Wootten Patent Fire-box in Freight Service. 








We give below particulars of the performance of a ‘‘ Con- 
| solidation” locomotive with Wootten patent fire-box, in or- 
| dinary freight service on the ‘‘ Bound Brook Line” between 
| Philadelphia and New York, on the 22d of June, 1880, 
| which has been furnished us by the Baldwin Locomotive 
| Works. 

The locomotive referred to was constructed at these works, 
and is of the plan shown by the illustrations published last 
week. Its weight in working order is about 108,000 Ibs, ; on 
driving-wheels about 90,000 Ibs. 
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‘The locomotive left Third and Berks streets depot, Phila- 
delphia, at 9 a. m., empty, and at Fairhill Junction took on 
50 loaded four-wheeled cars, at Jenkintown took 30 more and 
at Bound Brook added 20 more, making a train of 100 
loaded four-wheeled cars, with which it arrived at Eliza- 
bethport at 5 p.m. The tank was full of water on leaving 
Philadelphia and was refilled three times, 

Fairhill Junction to Jenkin- {Maximum grade, 58.6 ft. per mile. 
wn ( —— 50 — Te = a 
: Maximum e, ¢ % r mile. 
Jenkiatown to Bound Brook i Train, 80 loaded four-wheeled ears. 
Bound Brook to Elizabeth- | Maximum grade, 23 ft. per mile. 
port | Train, 100 loaded four-wheeled cars. 
7.747 gallons 
8 hours. 


uantity of water consumed 
Whole time on road........ a iuna-o:d ie 0h ane ace 
Avtual running time with train, Fairhill June- 

tion to Elizabethport..........................3 hours 43 minutes 
Weight of each loaded car.... .....0.--+05 ees 8 11-20 gross tons 

‘‘ Returning, the engine left Elizabethport with 119 empty 
four-wheeled cars at 6 p. m., and arrived at Third and Berks 
streets, Philadelphia, at 12.10 p. m. The tank was full of 
water on leaving Elizabethport and was refilled three times. 


Grenier of water consumed.... .........eeeeeeee 6,215 gal. 
Ve errr 6 hrs. 10 min. 
Actual running time, Elizabethport to Philadel- 

WD Os kihssccctacsvass:, ~‘su-cecasaeteneteernne 4 hrs, 52 min. 
Maximuin grade of road............-+++++++ . ..37 ft. per mile. 
Weight of each empty Car................eseeeess 3 3-20 gross tons. 

SUMMARY. 
Distance (77% miles each way)...............+: .155 miles. 


Total weight of coal consumed in round trip, in- 

cluding firing up inna] dv a oh edad Deaewaneke 13,200 Ibs. 
Coal consumed in firing up and in furnace at end 

of trip, estimated............ bb Sinead 
Coal consumed in making round trip ....... 
Total qua tity of water consumed in round t 13. 
Pounds of water evaporated per pound of coal..8.98 


“ ‘The engine steamed very freely all the while. 









uo safet: 

valve, set at 127 lbs., blew «ff frequently when running, al- 
though the engine ran mu-h of the time with the r.gister in 
smoke-box front open avd with the furnace doors open 
When coming to stations the pressure was reduced to 100 
Ibs. by ovening the furnace doors and in a few mi utes after 


closing the doors the pressure would rise to 127 Ibs. The 
engine made very little smoke or cinders, and at night very 
few sparks were noticeable. 

‘*On 17th August a second trial was made with the same 
locomotive, over the same road, using Youghiogheny bitu- 
minous coal, furnished by Mr. Frank ‘rhomson, General 
Manager of the Pennsylvania Railroad, at whose request the 
trial was made. The particulars of this run are as follows: 

EASTWARD TRIP. 
Train, Fairhill Junction to Jenkintown 55 loade1 four-wheel cz rs. 
Train, Jenkintown to Elizabethport ... 81 ad a - 
Quantity of water used 7,865 gallons. 

WESTWARD TRIP, 
Train, Elizabethport to Fairhill Junc- 

tion. 
Quantity of water used 


112 empty four-wheel cars 
6,297 gallons, 


SUMMARY. 


Total weight of coal consumed in round trip, in- 
cluding firing up 





Coal consumed in firing up.. 1,275 

Coal consumed in making round trip 12,683 * 
Total quantity of water used in round trip ........ 14,162 gallons. 
Pounds of water evaporated per pound of coal ... 9.41 


‘The following statement gives particulars of a test made 
June 15, 1880, on the Central Railroad of New Jersey, of 
two ‘ consolidation’ locomotives, one with the Wootten pat- 
ent fire-box and one with the ordinary form of fire-box, the 
fuel burned and the loads hauled being the same in both 
cases, 


Phila. & Reading |Central R.R. of N. J. 
Locomotive No, 417, Locomotive No.82, 
with Wootten 


patent fire-box. ordinary fire-box. 





Number of cars in 

Sr a 100 loaded coal cars. LOO loaded coal cars, 
Total weight of cars | 
| 


and lading 900 gross tons. 
Left Phillipsburg...... 12:15 p. m. 
Arrived at Bloomsbury | 


900 gross 
3:35 p. 


tons. 
35 p.m. 


water station........ 12:45 “ 4:08 " 
Left Bloomsbury water 

WR tie i'0md binds «9% 13:0 * 4:10 “ 
Arrived at east end of 

side track at Blooms- 

bury to let passenger 

train paes............,12:58 4:17 * 
Left side track at 

Bloomsbury. ...... | 1:25 “ 4:30 “ 
Arrived at Hampton 

BNE 2555 cides 2:02 * 5:10 “* 
Whole length of time 

Se cencctthnee a? 1 hour, 47 minutes.|1 hour, 35 minutes, 
Actual running time...1 ‘ 13 ~ ee 20 6 
Distance Phillipsburg 

to Hampton Junc-| 

Ra ee 16 miles. 16 miles, 
Maximum grade up 

which load = was 

I ine antc apenas 23 ft. per mile. 23 ft. per mile. 
Quantity of coal con- 

ree 3,783 Ibs. 
Quantity of water con- 

sumed,........ ..... 2,805 gallons. 2,439 gallons, 
Steam pressure carried 

throughout trip..... 127 lbs. 127 lbs. 








The curious fact is noticeable in the two last experiments 
that while the engine with the Wootten fire-box consumed 
the least coal, it used the most water. The other engine 
consumed more coal and less water. It will be seen that in 
the first experiment the Wootten fire-box evaporated 8.98 
lbs. of water per pound of coal, in the second 9.41 lbs., 
whereas in the third it was only 7.39 lbs., while the engine 
with ordinary fire-box evaporated 8.33 lbs., although it 
burned more coal in doing the same work as the Wootten 
fire-box did and evaporated only 7.39 lbs. The reason for 
this is not apparent. 

The engine with the Wootten fire-box had feed-water 
heaters, which will undoubtedly save fuel, but whether they 
will save money is not so clear. But at any rate they are 
part of the means by which the high rate of evapvration is 
attained. The difference, though, between an evaporation 
of 7.39 Ibs. of water to a pound of coal in one case and 9.41 


in another is very great, uvless there is some special cause 
for it. 





—Mr. W. W. Scranton has resigned his position as General 
Manager of the Lackawanna Iron & Coal Company, in con- 
sequence of a disagreement with other officers of the com- 


i. He has been connected with the corporation from its 
first organization, 





General Railroad Mews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

Wabash, St. Louis & Pacific, special meeting in St, Louis, 
Nov. 20, at 10a. m., to act on sundry leases and§ agree- 
ments. What these are is noted elsewhere. 

Northern ag annual meeting, at the office, No. 23 
Fifth Avenue, New York, Sept. 29, at noon. 

Cumberland Valley, annual meeting, in Harrisburg, Pa , 
Oct. 4, at 10 a. m. 

Vermont Valley, special meeting, in Brattleboro, Vt. 
Sept. 28, to authorize a mortgage of the property and attend 
to other business. 

Lake Erie d& Western, annual meeting, in LaFayette, 
Ind., Oct. 13, at 2p. m.. Transfer books closed Sept. 2%. 


Dividends. 

Dividends have been declared as follows : 

Union Pacific, 14¢ per cent., quarterly, payable Oct. 1. 
Transfer books closed Sept. 20. 

New York Elevated, 244 per cent., quarterly, payable 
Oct. 1. 

Metropolitan Elevated, 244 per cent., quarterly, payable 
Oct. 1. 








Missouri River Passenger Meeting. 

A dispatch from Kansas City, Sept. 14, says: ‘* At the 
meeting of passenger representatives of lines running to 
Missouri River points held in this city to-day, the Wabash, 
St. Louis & Pacific Company was found guilty on four 
charges of cutting rates, and was punished in the usual 
manner by all tickets being ordered off sale for thirty days 
of the class mentioned in the charge and to the points named. 
Representatives from the Chicago & Alton, Missouri 
Pacitic, Wabash, St. Louis & Pacitic, and Hannibal & St. 
J ——, roads were present, and no other business was trans- 
act.d. 


Brotherhood of Locomotive Firemen. 


The seventh annual meeting of this association began in 
Chicago, Sept. 14, with a large attendance of delegates trom 
roads all over the country. 

The meeting was opened with prayer, and an address of 
welcome was made by Mayor rrison, to which Grand 
Master Arnold responded in appropriate terms. 

Addresses were then made by Rev. Dr. Ryder and Mr. E. 
H. ‘alvott, after which an adjournment was taken until 
evening. 

On reassembling the Brotherhood went into secret session. 
Of the business transacted nothing has been published ex- 
cept the appointment of the following standing commit- 
te . 


eS : 

On Finance—W. M. Palmer, chairman ; J. H. Brewer, D. 
H. Dill, Chas. J. McGee, J. Brentnall, F. B. Alley, and Ed- 
ward Barnum. 

On Constitution and By-Laws— Robert Ebbage, chairman ; 
T. A. Galloway, Ambrose Ross, A. Bassett, Frank Lene, J. 
W. Richardson, and G. D. Partington. 

On Grievances—John B. Miller, chairman; W. J. Toy, 
Alfred Winwood, 8. R. Wild, Zeb. Moore, Jno. A. Tweedie 
and J. W. Rathbone. 

On Rituals and Secret Work—Charles Pope, chairman; G. 
M. Steding, G. M. Purcell, W. J. Eay, Thos. Brown, Charles 
Benedict and C. E. McCourtie. 

On Resoultions—Angus Menish, chairman; D. L. Shep- 
pard and Robert J, McCool. 

On Death Claims-—Charles J. McGee, chairman; Jno. F. 
Hittle; J. W. Richardson, Robt. Ebbage, W. J. Toy, C. A. 
Vogiesaug, C. E. McCourtie, W. J. Wheeler and G. D. Part- 


ington. 

On Magazine—Jno. Mulverhill, chairman; Wm. J. Wheel- 
er, Chas. O’Meara, D. Donovan, Jno. F. Hittle, Wm. Jen- 
kins and Jno. H, Walsh. 

On General Work—TI. 8. 1aylor, chairman; Joseph Shep- 

rd, Chas. Montgomery, Louis Elbertson and Frank E. 

ubbs. 

On Reception and Invitation—John Walsh, chairman; 
Wm. Kellard, Alfred Winwood, John B, Miller, Ambrose 
Ross, T. 8. Taylor, and Jno. Clark 

The convention was expected to continue in session for 
about a week. 


Traveling Passenger and Advertising Agents’ As- 
sociation. 

The eighth annual convention of this Association was 
held in Buffalo, Sept. 9, es over the following day. 
There was a large att2ndance and the social features of the 
meeting were much enjoyed by those present. 

The usual routine business was transacted. It was de- 
cided to hold the next annual meeting in Cleveland, O. 


Traveling Auditors’ Association, 

A meeting of traveling auditors of the railroads of the 
United States and Canada was held at the Grand Pacific 
Hotel in Chicago, Sept. 15, in response to a call issued in 
July last. There were a number of persons present, many 
from leading roads. It was resulved to form a permanent 
as sociation, its pares being ‘‘ to promote social intercourse, 
to compare and discuss the best methods of transacting busi- 
ness appertaiming to their departments of railroading, and 
to advance the interests of the companies they represent.” 

Officers were chosen, and it was decided to meet yearly on 
the second Wednesday in September. 


Western Freight Agents Mecting. 

A dispatch from Columbus, O., Sept. 22, says: ‘ Freight 
agents representing railroads west of Buffalo, Pittsburgh and 
Wheeling met in secret convention at the Park Hotel to-day 
to arrange a percentage basis for rates on west-bound freight 
from Pittsburgh to common points in Ohio avd Indiana, and 
to listen to reports on other matters, interesting alone to 
their fraternity. The Committee on Classification made its 
report, recommending a few minor changes, and that the 
time for them to go into effect, if adopted, be changed from 
Oct. 1 to Nov. 1. This report was adopted. Pending action 
on other questions, the convention adjourned to meet in this 
city on Oct. 7.” 


Railway Claim Agents’ Association. 

The annual meeting was held in Indianapolis, Sept. 8. 
The attendance was small, the present being a busy time 
with the members. After full discussion the following rules 
were adopted: 

Whereas, The necessity for 8 uniform system in the settle- 
ment of claims has been a want Jong felt, it is hereb 

Resolved, That the following rules be embodied in the 
minutes of this meeting, and that copies of the same be 
forwarded wo the general freight agents of the various rail- 
road corporations in the United States and Canada, with the 
request thas they carry out the rules and regulations herein 
set forth, or advise the Secretary of the Association of any 
ag that they may have to so doing. 

. That a bill made out by the claimant must be attached 
to a claim when presented for investigation. 





=— 


2. That the original or duplicate bill of lading and original 
ae bill must accompany a claim for overcharge. 

. That the origina! bill of lading, expense bill and invoice, 
or copy of invoice certified to by railway agent, must accom- 
per | aclaim for damage and also for loss, when a portion 
of the shipment only is lost; when the whole shipment if 
lost the original bill of lading and iavoice or copy of invoice, 
certified to by railroad agent, must be furnished. 

4. When the open rate is less than the printed tariff and 
an overcharge is the result, original expense bills are not 
necessary in settlement of such overcharge. 

_5, All claims should be recorded in the name of con- 
signees. 

6. If freight is found to be short or damaged in a car 
which arrives at destination with the forwarding seals in- 
on the claim, if any, should be prorated on an earnings 
Asis. 

7. That all roads should keep a record of locks, seals with 
their marks, and other fastenings on cars, when receiving 
from or delivering to connecting roads, 

8. When the evidence collected in a claim is in itself posi- 
tive proof of an attempt at fraud, and to obtain money, or 
its equivalent, under false pretenses, it is desirable that the 
railroad company upon which such an attempt is made, 
prosecute such persons tc the utmost limit of the law. 

9. A receipt or voucher signed by the claimant should be 
attached to a claim when forwarded to a connecting line for 
collection. 

10. That railroad companies should use all dispateh possi- 
ble in the handling of any and all claims. 

11. That acknowledgment of receipt of claims should be 
— in all cases, giving the clam number of receiving 
road, 

12. All roads are requested to stamp the original bill of 
lading and expense bill connected with a claim as soon as 
voucher is made. 

After some further debate the following was unanimously 
adopted ; 

Resolved, That this Association, recognizing the impor- 
tance of prompt adjustment of claims, not only with claimant 
but also between the several roads interested, do recommend 
the consideration by our superior oflicers of the following 
plans for the settlement of reclamations : 

1. The claims having been properly located, and authority 
to charge the roads interested obtained, should be settled by 
the road to whom presented, and the proportion due beyond 
said road be charged to their immediate connection, to be 
followed thirty days atter statement of claims rendered, 
provided five days notice of draft be given in advance. Or 
the following: 

2. Each road to furnish monthly statement of claims, au- 
thorized by connections and exchange vouchers, to be fol- 
lowed on five days notice with draft for bal ince, after same 
shall have been ascertained and acknowledged. 

We recommend that the delegates of the next meeting be 
instructed or empowered to vote upon these propositions. 

Resolved, That section 8 of the proceedings of the meeting 
held in St. Louis on Dec. 4, 1878, be repealed, and that the 
following be substituted therefor, viz. : 

It is the duty of the claim agents to thoroughly investi- 
gate all claims for losses and damages; that when in the 
course of such investigation they have reason to believe that 
claims are fraudulent, the utmost vigilance be exercised 
by them, with the view of obtaining evidence suflicieut to a 
successful legal prosecution of the fraud, and that a report 
of all fraudulent claims preseuted be sent to the Secretary of 
this Association for the general information of its members, 
giving names of the claimants, their business, the nature of 
tne claim, and the final result of the investigation, 

Resolved, That this Association recommends the more gen- 
eral use of consecutive numbers in the registry of claims and 
the acknowledgment of receipts, with exchange of registry 
numbers. 

Resolved, That we recommend for the attention of general 
freight agents the remittance of m ney received by agents 
for the purpose of prepayment of charges accruing to lines in 
connection and beyond the initial line, be made only to the 
proper officer of that line for receiving such money, and that 
amounts accruing to connecting lines shall be plainly shown 
on the way-bills of the station from which the property is 
first billed; that the billing agent shall give in his way bills 
to the receiving agent authority for re-charge against his 
station of such amounts as may have been collected by such 
—s agent for prepayment of charges beyond his own 
ine. 

Resolved, That, with a view to curtailing the number of 
claims arising from the loss of grain doors, this association 
would recommend to the attention of superintendents and 
general freight ageuts that they take such action as is 
necessary to enforce the return of grain doors from terminal 
points east. That local and terminal agents be instructed 
to look after and be held responsible for the grain doors in 
cars delivered at their stations. 

The convention adjourned to meet at the Grand Pacific 
Hotel, Chicago, on the second Wednesday in January, 1881. 


ELECTIONS ANU APPOINTMENTS. 


Burlington, Peoria & Toledo.—This new company has been 
organized by the election of the following directors: C, E, 
Perkins, J. 8. Stevens, Burlington, Ia.; J. L. Lathrop, J. M. 
Walker, J. G. Walker, E. P. Ripley, T. J. Potter, L, O. God- 
dard, R. C. Grier, Chicago. The board elected J, M, Walker, 
President; L. O. Goddard, Secretary; J. 8, Stevens, Attor- 
ney. The directors are all connected with the Chicago, Bur- 
lington & Quincy, whose projected line from Peoria to 
Toledo the company is organized to build. 


Chicago & Alton.—Mr. H. F. Hawley has been appointed 
Assistant Superintendent of the Chicago Division, with office 
at Bloomington, Ll. He will have charge of train-men and 
the distribution of cars. Mr, Hawley comes from the Mich- 
igan Central, where for several years he has had:general su- 
pervision of the cars of that road at Jackson. 


Chicago & South Atlantic.—In the suit of Pettit and Fos- 
ter against this company the United States Circuit Court has 
appointed Selden Fish, of Chicago, Receiver. The company 
owns no road, 


Cincinnati, Hamilton & Dayton.—Mr.E. E. Dwight has 
been appointed Superintendent of the Dayton & Michigan 
leased road, in place of J. H. Weller, resigned, 


Elizabeth City ad Norfolk.—Mr. M. K. King has been ap- 
pointed General Manager. He has been for some time Pur- 
chasing Agent of the Manhattan Elevated Company in New 
York. 


Erie & Pacific Dispatch.—Mr. T. A, Lewis, Indianapolis 
Agent of this line, is Acting General Manager during the ab- 
sence of the General Manager in England. 


Flushing & Northside.—Mr. Thomas Messinger has been 
appointed Keceiver by the New York Supreme Court, under 
suits in foreclosure. The road will continue to be worked 
by the Long Island, as heretofore. 


Lackawanna Iron & Coal Co.—At the annual meeting, 
Sept. 21, the following directors were chosen: Moses Taylor , 
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John |. Blair, William E, Dodge, P R. Pyne, J. C. Platt, 
B. C. Clark, Samuel Sloan, and ward Hatfield. Ed- 
ward Hatfield was elected President, and C. F. Matteo, Gen- 
eral Manager, to succeed W. W. Scranton, resigned. . 


Mexican Central.— Mr. F. de Funiak having declined the 
ition of General Manager lately tendered bim, the board 
chosen Mr. Rudolph Fink General Manager. Mr. Fink 
is an engineer by education; he was for some time on the 
Virginia Midland road, afterward General Manager of the 
Memphis & Little Reck, and was lately chosen General Man- 
ager of the Selma, Rome & Dalton. eisa brother of Mr. 
Albert Fink, Trunk Line Commissioner. 


Nashville, Chattanooga & St. Louis.—At the annual meet- 
ing in Nashville, Tenn. , Sept. 15, the following directors 
were chosen : James D, Porter, J. W. Thomas, G. M. Fogg, 
Thomas W. Evans, Nashville; E. L. Jordan, J. W. Childress, 
Murfreesboro, Tenn.; Thomas Lipscomb, Thomas C. White- 
sides, Shelbyville, Tenn.; E. P. Alexander, A. M. Quarrier, 
H. C. Murrell, George A. Washington, B. F. Guthrie, Louis- 
ville, Ky.; C. C. Baldwin, Vernon K. enson, New York. 
Messrs. Fogg, Evans, Jordan, Childress, Lipscomb, White- 
sides and Stevenson are old directors ; Messrs. Porter, 
Thomas and Washington have been in the board since June 
last, and the rest are new directors. Messrs. Alexander, 

uarrier, Murrell, Washington, Guthrie and Baldwin are 

irectors or officers of the Louisville & Nashville ym 4 

The board of directors subsequently re-elected James D. 
Porter, President ; F. de Funiak, General Manager ; J. W. 
Thomas, General Superintendent ; R. C. Morris, Resident 
Engineer ; R. C. Bransford, Secretary and Treasurer ; F. D. 
Flippin, General Bookkeeper. __. 


National Association of Railway & Omnibus Transfer 
Lines.—This Association was formed in Cleveland, O., Sept. 
15, when the following officers were chosen: President, 8. 
Bailey, Jr., Cincinnati; Vice-Presidents, E. P. Fontaine, 
Louisville; C. W. Miller, Buffalo; T. B. Stevens, Cleveland; 
Secretary and Treasurer, E, C. Davis, Milwaukee; Execu- 
tive Committee, Frank Bird, Indianapolis; B. D. Angell, Ft. 
Wayne, and T, W. Veneman, Evansville. 


New Jersey Southern.—Mr. Wm. 8. Sneden is relieved 
from duty as Assistant General Superintendent in charge of 
the road, but continues Engineer. 
heretofore Superintendent and Master Mechanic, succeeds 
Mr. Sneden as Assistant General Superintendent. 


Olympia.—At the annual meeting in Olympia, Wash. Ter., 
recently, officers were chosen as follows: T. M. Reed, Presi- 
dent; L. Bettman, Vice-President ; J. P. Judson, Secre- 
tary ; A. H. Chambers, Treasurer ; W. H. Mitchell, Superin- 
tendent ; T. I. McKenny, G, A. Barnes and T, M. Reed, Ex- 
ecutive Committee. ' 


Oregon Railway and Navigation Co.—The otlice of Mr, 
A. L. Stokes, General Eastern Passenger Agent of this com- 
pans, will be removed Oct. 1 next, to No. 52 Clark street, 

‘hicago. 


Peoria, Decatur & Evansville.—-The office of Chief En- 
oe B. C. Smith has been removed from Pekin to Mattoon, 


Peoria & Springfield.—Mr, A. L. Hopkins has been ap- 
pointed Receiver of this road in place of J. R. Hilliard, re- 
signed. Mr. Hopkins is Vice-President of the Wabash, St. 
Louis & Pacific, and Receiver of the Toledo, Peoria & War- 
saw. 


Port Royal & Augusta.—Mr. J. Malcolm Wilson has been 
appointed local treasurer of this company, vice J. B. King- 
horn resigned. All drafts must be made payable, and all 
remittances sent to him at Augusta, Ga. 


St, Louis, Iron Mountain d& Southern.—Mr, M. M. Clark 
has been appointed Auditor of this company’s express line, 
with office in St. Louis. 


San Francisco & North Pacific.—Mr. H. C. Whiting has 
been " ares Superintendent, in place of A. A. Bean, re- 
signed. 


Springfield, sorenai & St. Louis,—The directors of this 
new company are; Hugh A. Cross, James A. Locke, Morris 
R. Locke, Jerseyville, Ill.; E. 8, Barrows, James * Pen- 
field, Chicago. . 


Terre Haute & Indianapolis (Vandalia Line.)—Mr. N. K. 
Elliott, late Master of Transportation, has been appointed 
General Superintendent, an office not in existence on this 
road since the late Major Simpson was made General Man- 
ager several years ago. His office will be in St. Louis. Mr. 
Alonzo Robbins, for years past a conductor on the road, 
succeeds Mr. Elliott as Master of Transportation. 


Traveling Auditors’ Association.—This association was 
organyed in omer Sept. 15, when the following officers 
were chosen: President, M. 8. Salisbury, Michigan Central; 
Vice-President, R. 8. Lukenbill, Louisville & Nashville; Sec- 
retary, Robert Shaw, Flint & Pere Marquette; Treasurer, 
W. M. Adams, Illinois Central. The Secretary's address is 
East Saginaw, Michigan. 


Traveling Passenger Agents’ Association.—The officers 
elected at Buffalo, Sept. 8, are: President, Fred. Wetherald; 
Vice-P: esident, W. M. Shaw; Secretary and Treasurer, W. 
e Tinney ; Assistant Secretaries, W. P. Cooley, P. P. 

oung. 


Union Pacifie.—Mr, T, H. Workman has been appointed 
Traveling Passenger Agent, with headquarters in St. Louis. 


Virginia Midland Extension.—The officers of this com- 

ny are: President, J. S. Barbour ; Vice-President, J. 

urner Morehead ; Directors, L. W. Anderson, A. M. Booe, 
J. W. Fries, J. E. Gilmer, P. W. Hairston, A. Leazer, J. M. 
Vaughn, C. H. Wiley, W. C. Wilson. It is understood that 
Vice-President Morehead will be the active manager of the 
company. 


West New Hampshire.—At ‘a meeting held in Wulpole, 
N. H., Sept. 18, the following directors were chosen: C. J, 
Amidon, Hinsdale, N. H.; E. F, Lane, F. F. Lane, Keene 
N. H.; D, P. Crocker, George F. Frink, Wm. H. Haile, A. 
B. Harris, Springfield, Mass.; Clerk, Thomas E. Hatch; 
Treasurer, E. F. Lane. The organization is in the interest of 
the Connecticut River Company. 





PERSONAL. 

—Mr. 8. T. Fuller, Chief Engineer of the Philadelphia 
Wilmington & Baltimore, has returned home from a Short 
trip to Russia. 

—Hon. Hugh J. Jewett, President of the New York, Lake 
Erie & Western Company, reached New York Sept. 20, on 
his return from his visit to England. 

—Mr. M. Killey, Southeastern Passenger Agent of tbe 


Mr. Rufus Blodgett, ¢ — ag 


—Mr. C. M. St. Clair, Master Mechanic in charge of the 
Pittsburgh, Cincinnati & St. Louis shops in Indianapolis, 
was recently presented with a gold-headed cane by the 
employés in the shops. 

—Mr. John W. Brown has been persuaded to withdraw 
his resignation of the office of General Passenger Agent of 
the Indiana, Bloomington & Western road. he company 


| tend to his private business. 

—Mr. A. J. Pitcairn, for some time connected with the 
Baldwin Locomotive Works in Philadelphia, has gone to the 
Rhode Island Locomotive Works in Providence, where he 
will have charge of the drawing room, Mr. Pitcairn isa 
draftsman of wide experience in locomotive work. 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 


Earnings for various periods are reported as follows: 
Eight months ending Aug. 31: 

1880, 1879. 
$252, 168 
1,756,381 


Inc, or Dee. P. e. 
$158,990 I. $93,178 58.6 
1,201,886 554,495 46.1 


Cairo & St. Louis.. 

Ches. & Ohio... 

Denver, So. Pk. & 
>, . 


SE ee 1,367,344 399,887 I. 967,457 241.9 
Marquette, Hough. 

er 540,180 371,221 I 168,959 45.0 

Net earnings. ... 204,680 188,153 I 106,527 57.0 
Mem., Pad. & No.. 130,305 100,517 I 29,788 29.6 
Nash., Chatta. & 

ON, Recccs+,ndseis.  2ROR O08 1,113,659 I. 231.967 20.8 
Paducah & E'town. 244,358 184,114 I 70.244 32.7 
Phila. & Reading... 11,004,115 9,460,470 I, 1,543,645 16.3 


Pitts., Titus. & 


a 372,672 308,198 I, 64,474 20.9 

Net earnings.. 174,569 115,972 I 58,597 50.5 
Bint. &'T. B., 

Main Line........ 897,904 ‘598,258 I, 299,646 50,1 
Rica Ae ae. ise 

Belleville Line... 403,580 329,308 I 74,272 22.8 
St. Paul, Minn. & 

Cte irercssts RAMEY serconcéccas cam dandoseas 


Month of August : 
$673,000 
39,643 
259,110 


ke Ngak Remeeene $516,765 1, 
26,201 I 


$156,235 
. 13,3 
215,695 I. 


352 50.8 
BAO 43,415 20.1 


Denver, to. Pk. & 


LGW. whe 61sec 128,811 91,204 I, 37.607 41.3 
Lake Erie & West- 

a caaags onde \4 127,811 67,055 I. 60,756 90.7 
Mem., Pad. & No. 16,941 11,617 I 5,212 45.9 


Chatta. & 


Phila. & Reading.. 
Pitts., ‘Titus. 4 
Buff 


Nash., 
169,326 
34,303 
1,531,813 


27,144 19.1 
6,972 25.8 
69,533 4.8 





aie tan cht a-s 55,500 37,526 I, 17,974 47.9 
St. L., Alton & T. 

H., Main Line... 144,773 105,648 I, 39,125 36.9 
—l( ae a ae 

Belleville Line. . 59,560 43,764 I, 15,796 36.1 


St. Paul, Minn. & 


hl ea aR 232,579 188,940 I. 43,639 23.5 
Second week in Sept. : 
Cin, & Eastern Il.. $31,330 $17,696 I, $13,634 77.0 
Denver & R. G. .... 86,747 £5,070 I, 61,677 246.0 
St. L., Iron Mt & So 178,800 156,165 I, 22,635 14.5 
Week ending Sept. 3: 
Great Western $101,439 $82,465 I. $18,974 22.4 


Week ending Sept. 11: 
Grand Trunk...... $217,067 $192,727 I. $24,340 12.6 
Grain Movement. 
For the week ending Sept. 11, receipts and shipments of 
ang of all kinds at the eight reporting Northwestern mar- 
ets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years : 
--Northwestern peas. 
a 








Northwestern Atlantic 

Year. Receipts. Total. By rail. by rail. Receipts. 
1873... .. 6,128,249 6,082,202 1,266,456 20.8 3,811,298 
ee 3,800,277 3,075,032 257,52! 8.5 2,776,801 
3,878,940 3,853,150 1,564,652 40.6 3,442,577 

. 3,412,610 4,657,952 1,668,318 36.5 3,607,278 

. 5,751,856 4,893,113 1,024,304 20.9 4,927,774 

. 6,397,260 5,813,414 1,022,581 7.6 8,249,026 

. 6,857,719 5,592,939 1,358,966 24.3 7,305,083 
5,531,985 5,155,991 1,504,145 20.2 7,401,168 





The Northwestern receipts and shipments were thus both 
smaller than in the corresponding weeks of 1878 as well as 
1875; the Atlantic receipts a little larger than last year, 
but smaller than in 1878. 

The receipts of the Northwestern markets for the week 
this year are a sixth less then the previous week and 85 per 
cent. less than the week before that, and are the smallest 
since the middle of July, and smaller than in any week last 
year, from July till November. 

he shipments of these markets were likewise much 
smaller (18!¢ per cent.) than in the preceding week and the 
smallest since the middle of July. 

The Atlantic receipts,on the other hand, were a sixth 
more than in the previous week, a trifle more than in the 
week before that, but, with these exceptions, the smallest 
since the first week in June. 

Of the total Northwestern receipts, Chicago had 47.1 per 
cent., Toledo 15.1, St. Louis 10.8, Peoria 10, Detroit 6.5, 
Milwaukee 5.7, Cleveland 2.8, and Duluth 2.5 per cent. 
Milwaukee and Detroit continue to show improved receipts. 
The latter stands near to Chicago in wheat receipts, and ex- 
ceeds St. Louis. 

Of the total Atlantic receipts, New York has 55.6 per 
cent., Baltimore 11.2, New Orleans 8 9, Philadelphia 8.4, 
Boston 8.3, Montreal 7.1, and Portland 0.5 per cent. New 
York receipts are the largest since July, and it has hada 
larger proportion of the whole but once this year. Mon- 
treal’s receipts are the smallest for seven weeks, Philadel- 
phia’s the smallest since the first week of May, and with one 
exception the smallest since February, Baltimore’s the small- 
est for 18 weeks, and a third smaller than in the previous 
week ; New Orleans’ receipts are nearly five times as great 
as the week before, and are really large, which they have 
not been before since lake navigation opened, though a good 
deal has been said recently about heavy shipments down the 
Mississippi. They have been much larger than usual at this 
time of year, it is true, but not so large as they have often 
been in the winter. This last week’s receipts, however, were 
exceeded but three times last winter and very seldom before. 


Coal Movement. 

Antbracite production for the week ending Sept. 11 was: 
1880, 646,424: 1879, 550,419; increase, 96,005 tons, or 
17.4 per cent. The companies are now all working full 
time, but have not by any means doubled their production 
under the half-time agreement. 

The coal tonnage of the Pennsylvania Railroad for the 
eight months ending Aug. 31 was as follows : 





he - C 880. 879. . Pre, 
Cincinnati, Indianapolis, St. Louis & Chicago road, died re- | Anthracite................. .. 70,072 642 544 ne a8 isi 
cently at his residence in Cincinnati. Se emincus eihotente karan 1,363,864 1,247,131 116,733 9.4 

—Maj. H. W. Crittenden, Auditor of the Alabama Great | BIUMIBOUS eee eee ie woeee, soe one 
Southern road, died in Chattanooga, Tenn., Sept. 18, of BEE Hinsee sorivenee peacietdr's — Pe ae ene pe 
dysentery. He was widely known and had many friends. SIE ¢03.: sins °s-suashananihcas 4,767,308 3,897,014 870,294 22.3 


| agrees to give him a leave of absence to enable him to at- | 
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| The total tonnage for August was 626,168 tons, an in- 
crease of 46,430 tons, or 8 per cent., over July. 

Bituminous tonnages not heretofore reported for the eight 

| months to the end of August were: 





1880. 1879. Increase. P.c. 

| Allegheny Region, P. R. R.... 217,179 122,776 94,403 76.9 
Penn and Westmoreland...... 668,454 498,639 169,815 34.1 

| West Penna. R. R...........-- 183,762 132,562 51,200 38.6 
Southwest Penn. R.R...... 32,865 25,306 7,559 29.9 

| Pittsburgh Region, P. R. R.... 358,295 315,183 43,112 13.7 











| ae re eer 1,460,555 1,094,466 366,089 33.5 
The increase is large in all cases, and is especially notable 
in the gas coals. 
Coke tonnages reported for the eight months were: 





1880, 1879. Inc, or Dee, P..a 

Allegheny Region, P 
See As penenneds ek ole 41,734 32,668 I. 9,066 27.7 

Penn and Westmore 
NG os). ok bah pause 87,089 59,494 I. 27,595 46.4 
West Penn. R.R...... 57,418 62,138 D. 4,720 7.6 
Southwest Penn. R. R. 705,404 621,411 I. 83,993 13.1 

Pittsburgh Region, | 
. as se 331,690 110,585 I, 221.105 199.9 
Total coke....... £223,335 886,296 I. 337,039 38.0 


The Pittsburgh Region shows a very great gain in rail 
shipments. The Connellsville Region gains in a very much 
smaller ratio. It is to be regretted that we have no figures 
for the river shipments of coke from the Pittsburgh Region. 

New Lake Propellers. 

There have been built at Wyandotte, Mich., near Detroit, 
recently, two iron propellers, the ‘‘ Boston” and the ‘ Le- 
high,” with a capacity of about 2,600 tons, with 14 ft. draft, 
and able to take a cargo of 65,000 to 70,000 bushels of 
wheat from Chicago, or 1,500 tons of iron ore through the 
Sault Canal, which puts them among the largest vessels on 
the lakes. 


Passenger Business to the Boston Anniversary. 

The Boston railroads had a busy time of it on Sept. 17, 
the day of the great celebration of the 250th anniversary o/ 
the city. The following is an approximate estimate ot the 
number of passengers brought into the city on that day: 
CN GROIN osno nos ncertvdercdans vee eseendeosssons concen ee 40,000 
Boston & Providence.... ws WEES Kee EaG OO tea ascot emanate 40,000 
PME CIN pe ES eee BREE 50.06 Vp.00.0004 0 cc cebhbes sadubeneed 30,000 
A £ Gisy Shah lb et bur Lbee se¥N ves sbses benstives, wer eee 26,000 


EP COCO T ETE ; 5 agra 0: 0cel dings es6die ae 
Nn I PN iiesiscis o6sreccesewenessonsebtue 20,000 
Boston & Lowell.........++.see0+ psoas © Site 16,000 
Fitchburg... b's pees te 8p po a89: have ork ne ae es SIREN: 14,000 
Boston, Revere Beach & Lynn ... ...... 1... e ee eee ee eee 5.000 

MOIR sibs sa tawies occurs» occas echaneee +46 . 216,000 


Ag nearly all these eee ay returned at night, this estimate 
gives about 432,000 people transported during the day. 


Cotton Rates to New England Towns. 

General Commissioner Powers, of the Southern Railway 
and Steamship Association, announced cotton rates to 
New England towns, which went into effect Sept. 13. The 
towns are divided into six groups, and the rates are given 
from each of nearly 50 soutiern pointst» each of thse 

roups. Thus from Macon, Milledgeville, Athens, Atlanta, 
tome, Dalton, Chattanooga, Moutgomery, Ala., and Selma, 
Ala., the rate is 75 cents per 100 lbs., to Group A, and 5 
cents more for each successive grouping, becoming $1.15 
from group F. From stations onthe Atlanta & West Point 
Railroad, from: West Point, and from Opelika, Ala., it is 15 
cents more for 100 lbs. From stations on the Western & 
Atlantic road for tive stations north of Atlanta it is 12 cents 
higher, from seven stations further north, 14 cents, for the 
next four stations 16 cents, for the next three 18 cents, and 
for the northernmost five stations 20 cents more than the 
Atlanta rate. The arbitraries to be added to the rates to 
New York, l'rovidence and Boston to each of the groups are 
also given in the Commissioner’s circular. From Columbia, 
Greenville, Seneca, Central and Spartanburg, 8. C., from 
Augusta, Ga , and Charlotte, N. C., the rates are given per 
bale and not per 100 Ibs., and there is a difference of 25 cents 
per bale in the rate to each group, it being $3 from Augusta 
and Columba to group A, $2.90 from Charlotte and $4 from 
Greenville, Spartanburg, Seneca and Central. 


New York Grain Deliveries. 

A short time age the New» York trunk lines asked the New 
York Produce Exchange to agree that the trunk line eleva- 
tors should be made the final point of delivery for grain ar- 
riving by their roads, the present rule requiring that it shall 
be delivered at any point in the harbor that the consignee 
may direct, and most of it actually being put alongside ves- 
sels at various points in the harbor in harges by which it is 
transfer red 

The special committee appointed by the grain trade of the 
Exchange to confer with the iene relative to this propo- 
sition, held its first meeting with the railroad men on Mon- 
day. The committee agreed to accept the proposition if the 
railroads would abolish the difference in the freight rate 
against New York of 3cents per 100 Ibs. in favor of Philadel- 
phia and 2cents in favor of Baltimore, and further bind 
themselves to prov'de sufficient storage for the grain after 
the elevators shovld become full. The railroad representa- 
tives resolved to take the matter in consideration and report 
at a future day. 


THE SCRAP HEAP. 


Railroad Equipment Notes. 


F. Gardner & Sons, at Carlisle, Pa., are building 100 box- 
cars for the New York, Lake Erie & Western road. 

The Danforth Locomotive Works have lately delivered a 
locomotive to the Grand Southern Railway (New Bruns- 
wick), and several consolidation engines to the Delaware, 
Lackawanna & Western road. 

The Quebec, Montreal, Ottawa & Occidental shops in Que- 
bee are building a number of freight cars. 

The Corpus Christi, San Diego & Rio Grande shops at 
Corpus Christi, Tex., are building flat cars for the road. 

The Portland Co., at Portland, Me., has turned out several 
shifting, engines for the Grand Trunk road. They have six 
drivers and no truck, and the water is carried in a saddle 
tank. 

Fifty freight cars for the Grand Southern road are being 
built at the works of James Harris & Co., Portland, N. B., 
by Joseph Dixon. 

The Wagner Sleeping Car Co. has just received 16 new 
sleeping coaches, All of them bear Indian names, as Coman- 
che, Chickasaw, Cohasset, Chautauqua, Ticunderoga, Wyan- 
dotte, Nantasket, Tonawanda, Roanoke, Powhattan, Tusca- 
rora, Winnebag», Saranac, Osceola, Montauk, and Wauseon. 
They will be runon the Michigan Central and the Lake 
Shore roads. 

The Detroit Car Spring Works are being enlarged by the 
addition of a brick building 45 by 105 ft., which is to be 
used for the manufacture of elliptic springs. 

The Rogers Locomotive Works, in Paterson, N. J., is 
shipping a number of locomotives to the St. Louis, Iron 
Mountain & Southern road. 
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The Atlantic, Mississippi & Ohio shops, in Peters ; 
Va., are buildiug a number of box cars for use on the 
which are expected to carry a load of 20 tons each. 

In consequence of the increase of their business, Messrs. 
A. French & Co., of Pittsburgh, have contracted for the 
erection of new works adjoining their present shops. The 
new shops will be about equal in size to the present ones, 
will be furnished with the best and most complete ma- 
chinery for the manufacture of steel elliptic springs, and 
when finished, will be used for the manufacture of locomo- 
tive and passenger car springs. Tae present works will 
then be used exclusively for making freight car springs. 


Tron and Manufacturing Notes. 


The large rolling mill of the Lawrence Iron Co., at New 
Castle, Pa., has been started up, after a stoppage of two 
months. 

Franklin Furnace, in Sussex County, N. J., has been re- 
lined and repaired, and will go into blast again in a few 
days. Tae mines in that vicinity are all at work and are 
turning out a large quantity of iron ore. 

At Dunbar Furnace, in Fayette County, Pa.. new blast 
engines are being put in, and the second stack will soon be 
put in blast. 

A contract for wire fencing on the Canadian Pacific Rail- 
way, awarded to Messrs. Skead & Haycock, of Ottawa, in- 
cludes 200 miles, commencing at Emerson and extending 
along the Pembina Branch, and the first 100 miles west of 
Winnipeg. 

It is said that a blast furnace is to be built at the Boyer 
Mine, near Riegelsville, Pa., by Mr. Harry Fulmer, who is 
working the m.nes. 

The Logau (O.) Gazette says: ‘The Logan [ron Co., whose 
furnace is located in this place, recently shipped four car- 
loads of ca:-wheel iron to Chattanooga, Tean. Waen we 
consider this is shipping car-wheel iron right into a country 
noted for the manufacture of this very quality of iron, it 
speaks well for Hocking County.” 

The New London Northern road has just received a large 
shipment of new iron rails from Middlesboro, England, 
brought to New London by steamer. 

During the mouth of August tue Philadelphia & cou 
Coal & Lron Co.’s mill in Reading, Pa., turned out 2,7! 
tons of rails and bar iron. 

Mr, J. S. Mundy, of Newark, N. J., manufacturer of hoist- 
ing and other engines, gives notice that he has brought suit 
against the Lidgerwood Manufacturing Co., of New-York, 
for infringement of his reissued letters patent, No. 9,289, 
granted July 13, 1880, for an improvement in friction 
drums for pile-drivers and boisting macaines. He cautions 
manufacturers and others not to make, use or sell friction 
drums having a frictional surface composed of pieces of 
wood, as secured to him by said patent, without his consent. 


Bridge Notes. 

The Western Construction Co. has been incorporated 
under the laws of Ohio by Calvin Brice and others, for the 
purpose of building railroad bridges. The office is in Toledo. 

‘The Camden & Atlantic Company has invited proposals 
for a new iron bridge at ‘thoroughfare, N. J., on that road. 

The railroud bridge over the Ottawa River, above the 
Chandiere Falls, near Ottawa, Can is now nearly 
finished. There are eleven piers and four abutments. Five 
are on the Ontario side of Lemieux Island, and six on the 
Quebec side. The piers are of solid masonry, and are 8 by 
24 ft, at the top, and varying from 23 to 33 ft. in height, 
according to the depth of the channel. The roadway of the 
bridge is 10 ft. above the height of the highest flood known 
on the river. On the Quebec side of Lemieux Island there 
are six spans of 158 ft. each, and one of 258 ft., and on the 
Ontario side five spans of 158 ft. each, and one of 168 ft.—a 
total of 2,164 ft. of bridgework, or about one-third of a mile, 
making it the second longest bridge in Canada. The-super- 
struction is now being erected by Messrs. Clarke, Reeves & 
Co., of Phoenixville, Pa. Mr. Beemer had the contract for 
the approaches, abutments, piers, etc. The total cost of the 
bridge will be $360,000, Mr. Beemer’s contract covering 
$112,000, and Messrs. Clarke, Reeves & Co.’s $200,000, 
Prices of Rails. 

Sales of 1,500 tons of steel rails are reported to have 
been made last week by the Lackawanna [ron & Coal Co., 
at « price equal to $60 per ton at tide-water. In iron raiis 
much ingqu.ry but no buriness is reported, New York quota- 
tions being #47 to 850. At Philadelphia last week sales 
were on the basis of $62.50 to $65 for steel rails for early de- 
livery. Contracts have recently been closed for 50,000 tons 
(enough for 568 miles of track of 56-lb. rails), most of them 
going to works on the Pennsylvania Railroad, and a lot of 
8,000 tons to be rolled from imported blooms has been con- 
tracted for at $65, For old rails, quotations were $26 to 
$26.50 at Philadelphia, and $27 to $28 at New York, with 
stocks firmly held. 





OLD AND NEW ROADS, 


Arizona Central.— Work is reported in progress on this 
road, which is to extend from Prescott, the capital of the 
territory of Arizona, to the Southern Pacific at Maricopa 
Wells. The company has secured the services of 400 Pimas 
Indians on the grading, and has contracted for ties and raiis 
for the section of 30 miles from Maricopa to Phoenix, 


Atchison, Topeka & Santa Fe.—Track is now laid to 
San Marcial, N. M., 25 miles south of Socorro, and about 
160 miles from Albuquerque. A yard is being made at San 
Marcial, which will be the operating terminus for a time. 





Chicago, Burlington & Quincy.—It is reported that 
plans are being made for new sbops in Burlington, Iowa, 
and in Aurora, [ll., where the chief shops are now. There is 
some anxiety lest these may be used only as repair shops. 

At the Aurora shops 50 passenger cars are being fitted, 
with the Westinghouse automatic brake. 

Two miles of additional tracks are to be laid in the yard 
at Centre avenue, in Chicago, those at present laid not being 
eatolent to prevent considerable delays when traffic is ac- 
ive, 


_Charleston, Neoga & St. Louis.—This company has 
filed articles of incorporation to build a railroad from 
Charleston in Coles County, IIL, through Coles, Cumber- 
land, Shelby, Etfingham, Fayette, Montgomery, Bond and 
Madison counties to East St. Louis, about 130° miles. The 
projected line is between the Indianapolis & St. Louis and 
the Vandalia Line. 


Chicago, St. Paul, Minneapolis & Omaha.—On this 
company’s Nebraska line track is now laid from the end of 
the old line at Ponea, Neb., out 15 miles. On the extension 
of the p esent Omaha Division northward track has been luid 
from Oakland, Neb., north to Lyons, 10 miles. The work 
remaining to be done is through the Middle Creek and Logan 
valleys, where it is comparatively light. 

It is said that the proposed Florence cut-off near Omaha, 
— will shorten the line about five miles, will be built this 
winter, 


Chicago & Western Indiana.—In the case of the pe- 


tition of this company to condemn the right of wa across | 
blocks 34 and 35 in Chicago, which are occupied jointly by 
the Lake Shore and the Rock Island roads with their sta- 
tion tracks and sidings, the latter companies in their cross- 
petition say that all their transfer business with each other 
and with other companies is done over the tracks sought to be 
crossed, over which about 400 locomotives and 4,000 cars 
pass daily, as well as all their passenger aid freight business, 
and that great delays would be caused if the proposed rail- 
road should be built, which is laid out over three Y and 
transfer tracks of the petitioners, who also deny that their 
ely eiped is subject to the law of eminentdomain. A motion 

y the petitioners to strike out from this cross-petition all 
that praying for damages for interference with business, or 
damage to franchise of defendants, for the increased delays, 
dangers, or expense connected with the transaction of busi- 
ness over the purchased crussing, was overruled. 

Friday of last week the officers of the Chicago & Western 
Indiana were brought - for contempt in baving begun to 
lay track in violation of an injunction granted last March, 
which injunction was granted because of invalidity of the 
ordinance which the Supreme Court has just declared valid; 
but the injunction had not been dissolved. The court, before 
which the complaint was made, decided that it must come 
before the judge who granted the injunction, who will not 
hold court till the 28th. Complaint has been made against 
the Mayor and some other city officers of Chicago for con- 
tempt of court in not obeying the injunction which required 
them not to interfere with track laying. 

Saturday the city authorities seem to have withdrawn 
their opposition, and the company laid its track from 
Twelfth street to Harrison under the protection of the police. 
It has yet to cross the Lake Shore’s tracks, and must await 
the decision in the case now pending before doing so. 


Denver & Rio Grande.—This company’s San Juan 
Division is now completed and opened tor business to Los 
Pinos, Col., s ven miles westward from the late terminus at 
Boydville, and 32 miles from the junction with the New 
Mexico Division at San Antonio. This line will soon reach 
the Pinos Chama Summit, 9,962 ft. above the sea. 

The New Mexico Division is now completed to Servilleta, 
N. M., 10 miles beyond the late terminus at Tres Piedras, 
and 824 miles from Denver. 


Detroit, Butler & St. Louis.—The Detroit Post and 
Tribune says: ‘* It will be remembered that some time since 
the Lake Shore obtained an injunction in Williams County, 
Ohio, to restrain the Detroit & Butler Company from using 
a portion of the abandoned right of way of the old Chicagé 
& Canada Southern. The case recently came up for hearing 
on its merits, and the injunction was dissolved. The Detroit 
& Butler Company is now going ahead with its work on that 
portion of the line. The Lake Shore does not seem to be 
very successful with its injunctions. Those io Indiana and 
Ohio have come to naught, and those in Michigan will be dis- 
posed of in a lew days.” 


Detroit, Mackinac & Marquette.—Tracklaying is 
now in progress on the second section of 20 miles from 
Marquette eastward, and will be continued steadily. The 
contractors are calling for more men. 

On the eastern end the road is now graded from Point St. 
Ignace, the Mackinac terminus, west by north 20 miles, and 
iron is down for five miles. The sections on which the grad- 
ing is now completed include the heaviest work on the line. 
so that rapid progress can be made next season, 


Fulton County.—Chief-Engineer 8. H. Mallory reports 
the length of this road from Cuba, IIL, to West Havana, on 
the Lilinois River, at 19 miles, or 2 miles longer than our 
statement of last week made it. 


Galveston, Houston & Henderson.—The agreement 
which is to be acted on at the special meeting of stockholders 
on Oct. 1, has been published as follows; it is between the 
company and the trustees under the first mortgage: 

“Tt isstipulated and agreed by and between the com- 
plainants and the railroad company, defendants in the above 
cause, as follows, viz.: 

‘*1. That the defendants wiil surrender and piace the 
mortgaged premises in the possession and occupation of the 
complainants. 

‘2, That the complainunts will use and operate said railroad 
with good judgment, and according to the best of their 
ability, for the benefit of the public, the mortgage creditors 
and the debtor company. That the complainants will ad- 
vance such sum or sitms of money, at a rate of interest not 
exceeding the current rates prevailing in the city of Galves- 
ton at the time of making the loan, as is now required, with 
which to build and complete the bridge across the bayou at 
Houston and its approaches, to pay the wages now due to 
the employé:, and to pay the advance charges for freight 
brought to this railroad from other roads, ste :mers or boats, 
and such balances as may now be due to other railroads on 
traffic account, and any other sums necessary to protect, use 
and operate the railroad or property of the defendants. As 
security for their above advances, the complainants are to 
have a first lien on income or earnings of the railroad com- 
pany after paying operating expenses, including taxes. 

“3. The complainants will at all times account for their 
doings, receipts and expenses, while in possession of said 
mortgaged premises, the railroad and its earnings. They 
will account to the officers of the defendant company, or to 
the court, at the election of the defendant railroad company. 

‘4. The complainants will restore the possession of said 
premises to defendants whenever and as soon as the arrears 
of interest, the amount due on account of the sinking fund, 
and any and all advances or loans made by the complainants 
are fully paid, which payments may be made at any time by 
the defendants. 

“5. It is agreed that the complainants may, or either of 
them, len the money above named and receive the agreed 
rate of interest for money loaned, as above provided for.” 

This agreement, which was rat.fied by the directors Aug. 
28, will temporarily suspend proceedings in the case now 


The case, however, will remain on the docket, to be taken up 
and disposed of as the parties may decide. 


George's Creek & Cumberland.—The Cumberland 
(Md.) Times says: ‘*The work on the George’s Creek & 
Cumberland Railroad is progressing as fast as the weather 
will permit, the grading, trestle work and masonry being 
about finished. Everything along the lines is about ready 
for the rails, which are being laid at the rate of one-third of 
a mile per day. About 14 miles of track have been laid so 
far, the workmen now being at Ocean mines. There will be 
two terminal points to the road, one on the lands of the 
Maryland Coal Company and the other on the American 
Coal Company's property, near Lanoconing, and about 24 
miles of track in all. The road will probably be com- 


ing held recently representatives of the two counties thought 
that too much was asked, but agreed that $50,000 might be 
raised in Ft. Worth and $25, in Cleburne. Noaction has 
yet been taken, 

The track is now laid to Little River, motly ey omer Cam- 
eron, Tex., 10 miles northwest from the late terminus at 
Temple, and 197 miles from Galveston. A temporary trestle 
is being erected across the river, in order that tracklaying 
may uot be delayed by waiting for the permanent bridge. 
The final location of the road through Belton has been a, 
and the grades will soon be at work. 


Illinois Central.—This company’s statement gives the 
earnings for August as follows: 


1880. 1879. Increase. P. c. 

i RN chan dadeoaete $566,489 $494.704 $71,785 14.5 
In lowa, leased lines...... 131,808 107,272 24,626 23.0 
Total........... ...., $698,387 $601,976 $96,411 16.0 


During August of this year the land sales were 2,240 acres, 
for the sum of $13,919, and the amount of cash collected on 
land contracts $15,537. 

The plans of the viaduct to be constructed over the foot of 
Randolph street in Chicago by the company have been adop- 
ted by Commissioner Waller. The details of the work will 
have to be arranged now, but the work will be commenced 
at the earliest possible moment. 


International & Great Northern.—Track on the ex- 
tension of this road is now laid to San Marcos, ‘l'ex., 30 miles 
southwest of Austin, and work is progressing steadily. It is 
understood that the grading of the extension is not to stop 
at San Antonio, but is to be continued beyond that city to- 
ward the Rio Grande. 


Keokuk & Northwestern.—Track on this road is now 
laid from Keokuk, Ia., north by west 12 miles, and work is 
progressing steadily. The grading is finished for six or seven 
miles farther, and the company hopes to reach Donnellson, 
23 miles from Keokuk, early in October. 


Manhattan Elevated —The following is the official 
statement of this company’s earnings for August: 











Earnings, Expenses. Net Larn, P.c of Ex, 

Second Ave. Line.. . $45,165 $34,873 $10,200 77.22 
Sixth Ave, Line ....... 118,053 81,572 37.081 68.75 
Total Metropolitan Ele- > Tie ors , 
SE sk in 00% . $163,816 $47,371 71.08 
Third Ave. Line........ 154,110 64,588 58.74 
Ninth Ave Line....,.... 43,516 10,064 76.77 
Total N. Y. Elevated.$197,426 $123,774 $73,052 62.69 
Total of all ee 361,242 240,219 $121,023 66.49 


The New York Elevated lines contributed 54.65 per cent. 
of the gross, and 60.86 per cent. of the net earnings, the 
Third avenue line alone furnishing 42.66 pear cent. of the 
gross, and 5%.54 per cent. of the net totu. The rental 
charges for the month are estimated at $215,854, showing 
a deficit of $94,831 for the month. : 


Michigan Central.—Tbe new iron bridge at Niles is 
completed, making a continuous double track fran Niles to 
Michigan City. 

General Manager Ledyard will receive at his office in 
Detroit until Sept. 30 bids for building th» extension of the 
Mackinaw Division from Gaylord, Mica., to Cheboygan, 
about 40 miles, 


Midland, of New Jersey.—This company makes the 
following statement for the 3!¢ months from May 16 (when 
the new company took possession of the property) to Aug. 31: 
Gross earnings ($2,352 per mile) =... oo... cece eee $199,881.65 
Working expenses (92.14 per cent.) ....$104,216.38 
Terminal charges paid for use of 244 miles 

track and depot, etc., of Pennsylvania 

Railroad Prete 


18,982 49 
Leased railroads 


10,840.51 
ene 134,039.38 


7 OF 


Net. earnings ($775 per mile)... .... $65,842.27 
‘This company is laying 800 tons new steel rails and is 
putting on all its cars the Westinghouse automatic brakes ; 
40 new freight cars and two new locomotives have been 
comets, added to its rolling stock. The bridge over the 
Erie af West End has just been rebuilt. Passenger cars as 
well as freight are now run to connect with New York, 
Ontario & Western Railroad.” 
The total expenses were 67.06 per cent. of gross earnings. 
The road is making a very good showing just now. 6 
passenger business is fair, and the milk, the most profitable 
traffic of the road, very good, the milk train carrying from 
1,800 to 1,900 cans (40 quarts each) a night. The freight 
business is also very good, though the road suffers both in 
passengers and freight from its differences with the Sussex 
Company and the consequent lack of running connections 
witn that road. The line is in generally good condition, 
though considerable renewals will be needed soon on the 
western end, where the rails are pretty well worn in some 
places. 





Missouri, lowa & Nebraska.—The track on the exten- 
sion of this road—or the [owa, Nebraska & Missouri, for we 
are not quite clear where one is to end and the other begin— 
has reached Leroy, Ia., six miles west of Humeston, and 
about 20 miles northwest of the old terminus at Corydon. 
Some delay has been caused by the absconding of a contrac- 
tor, who has left a number of unpaid workmen. 


Missouri Pacific.—At a special meeting in St. Louis, 
Sept. 22, the stockholders voted to approve and ratify the 
consolidation with the company of its leased and controlled 
lines, the St. Louis & Lexington; Lexington & Southern: 
Kansas City & Eastern; Missouri River; Leavenworth, 
Atchinson & Northwestern and the St. Louis, Kansas & 
Arizona. Thename remains uwochanged. 


New Haven & Northampton.—The Boston Traveller 
of Sept. 21 says: ‘‘A hearing was had in Supreme Court 





: Ss t 5 » Uuite 3 CO te : ; 
pending against the company in the United States Court. |to dissolve the injunction which was granted some time 





pleted about the latter part of October.” 


Gulf, Colorado & Santa Fe.—The location of this | 
road is now completed to Brownwood, Tex., and contracts | 
for grading to that point will be let shortly. | 

The company bas off2red to extend its road to Ft. Worth, | 
on condition that Jobnson and Tarrant counties subscribe 
$100,000 each, give the right of wer hrough buth counties 
and depot grounds in Cleburne and Ft. Worth. At a meet- 





Chambers, before Judge Colt, this forenocn, upon a motion 


since, at the instance of the Fitchburg  RKailroad 
Company, against the New Haven & Northamp- 
ton Railroad Company. The New Haven & North- 


ampton Company desired to cross the Fitchburg Railroad 
track at Turner’s Falls, and applied to the Railroad Com- 
missioners for leave todoso, While the hearing upon this 
application was in progress the Fitchburg Railroad Com- 
pany built its roadway out at that point and laid a double 
of The Railroad Commissioners subsequently granted 
the New Haveu & Northampton Company the right to carry 
its tracks under those of the Fitchburg Railrosd at that 
point by buildinga single-track bridge. 

“The New Haven & Northampton Company then tore up 
the extra track of the Fitchburg Company and removed 
the filling. An injunction was cbtained, and this Judge 
Colt to-day dissolved, upon the ground that the right to 
decide this question was vested in the Railroad Commis 
sioners, who had legally exercised that right. The case will 
now go to the ful: court for a final determination of the 

uestion involved, which is a new one both in European and 

merican railroad annals.” 


New York, Lake Erie & Western.—The contracts 
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for the Bergen County short-cut have been let and the work 
is to be done by Nov. 15. This line extends from Boiling 
Spring, N. J., to near Ridgewood, and will be a loop-line 
over which through trains can be run, avoiding the delay 
caused by running through Paterson; also the West Paterson 
grade and the curves about Passaic. 

There is a report that the passenge: — and ferry-house 
in Jersey City are to be moved from their present location 
to a point above the freight docks. 


New York & Pittston.—Work is said to have been 
begun «n this road from Hawley, Pa., to Pittston. It will 
be a coal-carrying road chiefly, and is said to be backed by 
the Pennsylvania Coal Company. 


Northern Pacific.—This company has just negotiated 
asale of ten townships of land on the Pend d’Oreille Division 
at $2.60 per acre, cash, toa German colony. This sale will 
net the company over all expenses, and commissions, con- 
siderably more than $800, 


Ohio Central.—The tracklayers at work on the various 
sections have at last completed their work, and the track on 
the Toledo line is now complete from Bush’s, in Fairfield 
County, O., the janction with the Columbus Branch, north 
west to Fostoria, about 105 miles. This makes the line over 
which the company runs trains about 140 miles long, from 
Fostoria to Corning, with a branch of 29 miles, fron Bush's 
to Columbus. Work is progressing steadily on the 35 miles 
from Fostoria north to Toledo. 


Pennsylvania.—A joint committee Las been appointed to 
consider the question of securing the right of way for this 
company’s proposed new line from Philadelphia to German- 
town and Chestnut Hill. It is composed of several directors 
of the company and a number of gentlemen interested in the 
building of the new line. 

This company’s August statement shows for all lines east 





of Pistebures and Erie, as compared with August, 1879: 

An increase in gross earnings of.............. ay: ... $740,637 

An increase in expenses Of..........6.65 cece e wee eeee 445,155 
Wet MaPOOND) . iidbcdsdieds id dinivesivincs sbeheseioddein, MORO 
For the eight months ending with August, as compared 

with the corresponding pes ast year, the same lines show: 

An increase in gross earnings Of............-....-.+5++ $5,427,389 

An increase in expenses Of...........6.. 56.565 ce eeseee 2,578,463 
Net increase..........+.+» Maeda Rieclin ees deans aces tess $2,848,926 


For the eight months of this year all lines west of Pitts- 
burgh and Erie show a surplus over all liabilities of $1,879,- 
249, being a gain of $2,116,108 over the same period last 


ear. 

f The Standard Oil Company has secured permission to lay 
a pipe line from its refineries at Constable’s Hook, N. J., 
through the town of Bayonne, and the pipe was laid at once, 
a large force being employed, in order to prevent interfer- 
ference. It is thought that this pipe line is laid instead ot 
building the branch line from the east side of Bergen Hill to 
Constable’s Hook, over which there was a legal controversy 
lately. 


Pocersuen Tt United States Circuit Court for the 
Eastern District of Virginia has entered a decree in the suit 
against this company. By this decree the sale of the road is 
ordered, to satisfy certain Drs gay obtained, the prey 
of which are s lly set forth in the said decree. e de- 
cree allows until Jan 17, 1881, for redemption by the com- 

ny. The terms of the decree not being complied with, it 
fe directed that the sale be advertised for 60 days, and that 
the purchaser shall deposit $10,000 asa pledge of good faith. 
After the sale shall have been accomplished, the report 
thereof will be held 30 days for exceptions, after which 
time, if the sale is con! the road will be turned over to 
the purchasers. The road extends from Petersburg, Va., to 
Weldon, N. C., 64 miles, and the litigation in the case has 
extended over several years. 


Philadelphia & Reading.—After consultation with as 
many of the principal bondholders of the Philadelphia & 
Reading Coal & tron Company as could be reached, anda 
consideration of all the issues involved, the Receivers have 
determined upon offering a compromise, which will put 
them in a better ition to know what can be done in the 
future. The divisional coal land mortgage bonds issued by 
the Coal & Iron were and guaran by the Railroad 
Company were nearly all issued at 7 per cent. The Receiv- 
ers taking into consideration the value, present and pros- 
pective, of the several properties, propose scaling the inter- 
est pe te to the actual worth of the property, and have 
accordingly issued the following notice : 

* The ivers of the Philadelphia & Reading Railroad 
Company, guarantor of the divisional coal land mortgage 
bonds of the Philadelphia & Reading Coal & [ron Company, 
will purchase the overdue July, August and September in- 
terest and coupons of the following bonds, atthe rate set op- 
posite the names of the respective tracts in the following 
table, it being understood and aggeed toon the part of the 
Receivers that the principal of ali the said bonds and all af- 
ter accruing interest thereon shall retain priority of lien over 
the coupons and interest so perghaees: 

** As the Receivers are not yet prepared to enter into any 
permanent agreement with the holders of the bonds above 
mentioned, they propose the above plan as Receivers of the 
guarantor company fur adjusting the overdue coupons and 
interest, without requiring or proposing at present the sur- 
render of any rights on the part of the bondholders beyond 
the overdue coupon or interest. 

‘Bondholders desiring to accept the above terms will 
mage make —— to Samuel Bradford, Treasurer, 
No, 227 South Fourth street (Philadelphia), who will receive 
the coupons and assignments of the interest, and pay the 
rate above named iu cash.” 





Rate per an- 
num at 
which  in- 
terest or 

coupon will 

ught. 


Name or Tract. \When due. 





Brady, Gray and Wetherill.............. 
Eagle Hill, Ravensdale, Dileamp and 


July 6 per cent. 








West Flowery Field..... ............. uly. (6 ‘ 
Lee Lands and Oak Hill ....... ........ July.. .6 : 
pe ie ee uly... 5 7 
Locust Mountain Summit Imp. Co..... iJuly........,.5 ef 
Mount Carmel and Locust Mountain) 

COMO. fae ike! Hist vereeeveteatee | Aa 5 “sg 
PROIVOGE «00 6 50k! TAkedrccsatiick neers a j\August.... 5 pe 
Cad cin Oe ee |September, 5 ee 
Hartman and Myer..........000 ssscree September. 5 * 
I RE er _ See 4 . 
Tamaqua...... July.. ./4 3 
PERMEVGO Ua Socks ecto de hha vee haha cs July. “4 -e. 
SOE eee teeta or)” | Sere 4 
Coal Hil..ss....5 i Geek hchen thw ttion a bean July. 4 
Gunkel and Branham. . ............... July........ 4 
VGOS BECRRGS  . utucer.cs0cecbeentser bes July........ ‘4 

' 
Of this proposal the North American says: ‘‘ That this of- 


fer will be generaily accepted there isno doubt. Persons 











familiar with the condition of many of the tractscovered by| Wabash, St. Louis & Pacific.—A special ‘meeting is 
these mortgages have freely expressed their doubt of the called for Nov. 20, to act on a number of new leases and 
jee) gobi! realizing oue-half the amount of the mortgage if | other agreements, the official statement of which in the call 
sold, and the compromise offered will give the holders an in- | for the meeting is as follows : 
come equal to that derived from government b« t| ‘* An agreement to issue the bonds of this company to the 
any scaling of the principal. * & * | amount of $1,600,000, dated Dec. 1, 1880, payable 30 years 
* The full amount of interest due was $207,485, of which | after date, with interest at 6 per cent.. payable semi-annually 
it is proposed to pay $136,635, or a trifle less than two- | and secured by mortgage upon the railroad formerly belong- 
thirds. It will be observed that no offer is made on the | ing to the Champaign, Havana & Western Railway Com- 
Munson and Williams lands. These were bought for three | pany. as required by the terms of consolidation with said 
millions, for which bonds to the amoun: of a million and a company. 
half were issued at 7 per cent., not free of taxes. The bonds ** Anagreement with the Missouri, lowa & Nebraska Rail- 
were all registered, and $1,412,009 are outstanding. This| way Company, whereby this company accepts a lease in 
was the only mortgage on which the Reading Company did | perpetuity of the Missouri. lowa & Nebraska Railway, and 
not assume the taxes, Nor is anything said about the Big | covenants to issue in payment therefor the 6 per cent. bonds 
Mountain Improvement Company’s lands, which cost $568,-| of this company heretofore authorized and secured by its 
436. Of this loan, $111,000 out of an issue of $128,000 | present general mortgage, or other bonds of this company 
bonds are still outstanding.” 


nds withou 


The Receivers’ statement for August and the nine months | 





of the fiscal year from Dec. 1 to Aug. 31 is as follows: 
- -—-August,——--—  — Nine Months..-——-— 
Gross earnings: 1880 1879. 1880, 1879 
Railroad traffic..$1.415,834 $1,505415 $11,495,798 $9,191,503 
Canal traffic .... 63,491 101,063 444,911 660,387 
Steam colliers. . 43,2384 47,630 453,661 482,757 
Richmond | 
barges...... 9,204 8,143 72,333 107,480 | 
Total R. R, Co.$1,531.813 $1,462,281 $12,446,703 $10,342,127 
Coal & Iron Co 918,571 805,686 7,780,137 7.123.446 
Total... 2,450,384 $2,267,967 $20,226,840 $17,465,573 | 
lraffic | 
Passengers car- | 
“| 3 900,147 820,270 7,125,556 5,555,816 | 
Tons merchan- | 
SS ee 483.571 545,930 4,493,360 3,273,988 
Tons coal..... ‘ 557,614 730,214 4,785,760 5,707,371 
Tons coal or col- 
I a aaa 54,752 55,111 408,692 440,907 
Tons coal mined : 
By Coal & Iron 
Sc csvscr coeens 244,335 413,270 2,265,788 3,021,255 
By tenants.... 105,311 113.943 799,663 898,957 
ae 349,646 527,213 3,065,451 3,920,212 


The Receivers also continue the 


statement of expenses, 
which is as follows : 





-————August-—-———, ~——Nine months——— 
R. R. Co.: 1880, 1879. 1880. 1879. 
Receipts........ $1,531,813 $1,862,281 $12,446,703 $10,442,127 
Expenses....... 1,042,162 982,529 9,528,246 7,703,757 
Net profit... $489,651 $479,752 $2,918,457 $2,638,370 
Coal and Iron Co,; 
Receipts 918,571 805,686 7,780,137 7,123,446 
Expenses 845,261 977,470 7,765,904 "7,877,484 
Net profit.... $73,310 *$171,784 $14,233  °$754.938 
‘Total net, both 
Cos.......... $562,961 $307,068 $2,932,690 $1,884,332 





* Loss. 
The expenses in this statement include all rentals of leased 
property. 


Pittsburgh, Titusville & Buffalo.—This company has 
just con:pleted its Titusville & Oil City Branch, which ex- 
tends from Oil Cit;, Pa., to Petroleum Centre. on the west 
side of Oil Creek. It is nine miles long, and is parallel to 
the company’s own line, and but a short distaace from it. 
The object in building it is apparently to prevent anyone 
else from using the line. It has been built in a very short 
time, an old graded road-bed being used, is laid with old 
rails, and is said to have cost a little less than $40,000. 
Probably it is not a line to run 60 miles an hour on. 


Securities on the New York Stock Exchange.— 

The following securities have been placed on the lists at the 

New York Stock Exchange: 

Chicago & Eastern Illinois, $1,000,000 income bonds. 

Louisville & Nashville, $5,000,000 first-mortgage bonds 

New Orleans & Mobile Division. 

New Orleans, Mobile & Texas, $4,000,000 stock and $3,- 

000,000 debenture scrip. 

Peoria, Decatur & Evansville, $750,000 first-mortgage 

bonds and $750,000 income bonds, 

a é& St, Louis, $1,040,000 first-mortgage 6 per cent. 
nds. 


Southern Pacific.—The terminus of this road is now at 
San Simon, which is near the point where the boundar 

lines of Arizona, New Mexico and the old line of Mexico 
meet, San Simon is 4,000 ft. above sea level, and is, by the 
railroad, 395 miles from Yuma and 1,126 from San Fran- 
cisco, Materials continue to be carried forward, and the 
track is expected to reach Shakespeare by the middle of 
October. 


Springtield, Jerseyville & St. Louis.—This company | 
has filed articles of incorporation to build a railroad from | 
Springfield, [l., by way of Jerseyville and Grafton to East | 
St. Louis. A company was organized seven or eight years | 
ago to build the same line, but never did anything beyond | 
making some surveys. 





Sussex.—This conmpany is putting in a Y at Franklin | 
Junction, N. J., where it connects with the Midland road. | 
The object is to avoid reversing trains bound for the McAfee 
Valley Branch at Franklin Furnace, as now required. It is | 
understood that as soon as the Y is completed (which w ill | 
take some time, as a very heavy fill is needed) trains will be | 
run through in connection with the Warwick Valley road, | 
with which no running connections have been made, though | 
the track connections of the two roads are complete. It is 
expected that some coal will be sent through by this route, 

and a good deal of ore from the mines about Warwick, which | 
are owned by companies in Pennsylvania. 
Texas & Pavific —The Dallas (Tex.) Herald says ot the | 
bridges on this road, in the cafions of Palo Pinto Creek, | 
“There are five of these bridges, all within the space of a 
mile, and their construction calls for the best of skill and a 
vast deal of lumber. Tho first of these bridges is 800 feet 
in length, 35 feet high, with single deck trestle. The second 
is 1,800 feet Jong,50 feet high, with double deck trestle. 
The third 600 feet long, 90 feet high, with triple deck 
trestle. and the fourth aud fifth, each of which are 500 feet 
Jong. 80 to 90 feet high, with tripie deck trestle. 

“These five bridges will require two million feet of lum- 
ber. The contractors, Jones, Cowen & Knowlton, have 200 
men and 30 teams working day and night in the construction 
of these bridges. Torches and locomotive headlights are 
used to give light, and the timbers are hoisted » y steam ma- 
chinery, which hoists 100,000 feet of lumber aday. These 
bridges will be completed about the 15th proximo, when 
track-laying will be resumed and pushed forward as rapidly 
as possible with the intention of reaching Eastland City by 
Oct. 1. The third division of 100 miles west of Fort Worth 
has been located, and the contract for grading will he let as 
soon as General Dodge arrives from the north, which will 
be within the next few days. From thistime forward track- 
laying will be pushed at the rate of two miles a day, so as to 
reach El Paso on Jan, 1, 1882.” 








| N. J., is nearly completed. 


| of like tenor and effect, secured by mortgage on the said 


Missouri, lowa & Nebraska Railway, to an amount not ex- 
ceeding $2,250,000, and also to issue, partly in further puy- 
ment of said lease and partly in exchange for the stock of 
said Missouri, lowa & Nebraska Railway Company, the 
common and preferred stock of this company to the extent 
of not exceeding $750,000 each, being an increase of the 
capital stock of this company to that extent. 

**An agreement with the Iowa, Missouri & Nebraska 
Railroad Com any, providing for the construction of the 
ae of said company from the terminus of the railway 
of the Missouri, Ilova & Nebraska Railway Company at 
Centreville, lowa, westward to the Missouri River, the lease 
thereof to this company in perpetuity of said railway, and 
the payment thereof by this company, in 6 per cent. bonds 
of this eompany, now issued and secured by its general 
mortgage, or in other bonds of like tenor or effect, secured 
by mortgage on the railroad of the said Iowa, Missouri, & 
Nebraska Railroad Company. The said agreement provides 
also for the exchange of the capitai stock of the Iowa, 
Missouri & Nebraska Railroad company, for the capital stock 
of this company, upon terms therein defined, being an in- 
crease of the preferred and common stock of this company 
to an amount not exceeding $750,000 each. 

** An agreement with the Attica, Covington & Southern 
Railway Company, of Indiana, for the construction of the 
railway of that company, and for the lease of the same in 
perpetuity to this company. 

** An agreement for the construction of an extension of the 
railway formerly owned by the Champaign, Havana & West- 
ern Railway Company, from Havana, [Il., to Quincy, II1., 
and payment for the same by the issue of bonds of this com- 
pany, secured by its general mortgage to an amount not ex- 
ceeding $15,000 per mile of such constructed road. 

*An agreement between this company and the Great 
Western Railway Company of Canada for carrying the 
traffic of this company over the railway of that company 
during a term of years upon terms therein defined. 

**An agreement between this company, the New York, 
Lackawanna & Western and the Delaware, Lackawanna & 
Western, securing to this company certain rights of traftic 
over the railroads of the two conipanies last named. 

‘* An agreement between this company and the Chicago & 
Western Indiana Railroad Company, providing for the lease 
by that company to this company of certain terminal facili- 
ties in the city of Chicago, and the guarantee by this com- 
pany of the bonds of that company, bearing interest equal 
to the rental named in said agreement. 

“An agreement for the construction of a branch of the 
Chicago Division of the railway of this company, commenc- 
ing at a point near the intersection of the Mazon River with 
said railway, and extending westward through the Braid- 
wood coal region to a connection with the Toledo, Peoria & 
Warsaw Railway at Washington. Ill. The construction of 
such branch railroad to be paid for in bonds secured by the 
general mortgage of this company to an amount not exceed- 
ing $15,000 per mile. 

“An agreement with the Wabash, St. Louis & Pacific 
Railway Company, of Nebraska, for the construction of the 
railroad of said company in Nebraska and the transfer of 
said railroad to this company by Jease or consolidation, as 
the stockholders of this company may determine.” 

Most of these agreements = been heretofore announced 
or reported. That for the construction of the Wabash, St. 
Louis & Pacific, of Nebraska, is new. It is said that this 
road is to be an extension of the Missouri, lowa & Nebraska 
westward, and is torun from the Missouri River westward to 
Red Cloud, and possibly further into the Republican Valley. 
It will come into direct competition with the Burlington & 
Missouri River in Nebraska, and its proposed construction 
indicates a purpose to carry the war with the Chicago, Burl- 
ington & Quinvy into Nebraska, as well as Iowa. The build- 
ing of the road has not yet been begun, however, and it may 
be contingent upon otber matters. 

\ dispatch from Chicago, Sept. 22, says : “* The managers 
of the Wabash Railway having decided to make Chicago the 
central point of their Western combinxtions, have made ar- 
raugements to extend their lines in new directions. To-day 
they had a conference with the managers of the Peoria, De- 
catur & Evansville Railroad, and concluded a traffic 
arrangement to make a through line by way of that road 
from Chicago to Evansville, where they will form a 
connection with the Louisville & Nashville Railway for all 
points in the South. They are also arranging for a through 
route to Cairo, and thence to Southwestern points. This, in 
addition to their lines to the Missouri River, to St. Louis, 
and to Keokuk, will make the road one of the most impor- 
tant and formidable of any in the West. The officers to day 
decided to open the road next week for freight and passen- 
gers to all points reached by their lines in Kansas, Nebraska, 
Colorado, and on the Pacific coast.” 


Warwick Vallicy.—The first-mortgage bonds of this 
Company due Oct. | will be paid, with interest due, on 
presentation at the New York National Exchange Bank, 
New York City, or at the First National Bank of Warwick, 
N. Y. The bons were issued in 1860, and the amount out- 
standing is $60,C00. 


Washington City, Virginia Midland & Great 
Southern.—Argument has been in progress during the 
week before the Virginia Court of — on the coatinu- 
ance of the injunction obtained by Mr. Gibert, of New 
York, to restrain the trustees from disposing of the road and 
completing the reorganization. Mr. Gibert is said to repre- 
sent about $60,000 of the stock, the holders of which are 
opposed to the reorganization. 


Watchung.—The extension of this road in West Orange, 
The work of repairing the road 
is we!l advanced; the long trestle in Woodside is being filled 
in and other necessary work done. Itis as yet uncertain 
when trains will be put on. 


West New Hampsihire.—This road was chartered two 
years ago to build a railroad from Hinsdale, N. H., t» Brat- 
tleboro, about 10 miles, the object of the road bemg to con- 

| nect the Connecticut River and Vermont Valley roads. The 

| organization has been delayed from various causes, and re- 

| cently the Central Vermont people made an effort to capture 
it. They failed, however, and the company is now organ- 
ized in the Connecticut River interest. 








